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STARRETT LEHIGH 
BUILDING 
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Look Before You Locate 


Starrett Lehigh Building, bounded by West 26th and 
West 27th Streets and 11th and 13th Avenues, New 
York City, affords an excellent location for manufac- 
turing and distribution. 


IT HAS — 


® Lehigh Valley Railroad freight terminal on street level. 
Freight elevators direct to platform in rail yard. 


® Truck elevators to all floors with convenient truck pits, 
offering street floor facilities throughout the building. 


® Floor areas, 52,000 to 124,000 sq. ft. Smaller units may 


be leased. 
® Low insurance rates. ‘eae 


® Live steam for manufacturing purposes. VIA THE 
® Fast passenger elevators. 


® Restaurant and barber shop. 


INVESTIGATE THE ADVANTAGES OF THIS BUILDING 


You will find it easily adaptable as your Eastern manu- 
facturing and distributing plant, sales and display 
offices. It is situated on wide thoroughfares in the 
center of Manhattan. 


Nationally-known concerns, already occupants of the 
building, have been able materially to lower their New wipe) | ~ 
York operating costs and at the same time increase PACIFIC 
their efficiency. You, too, can save here. 

Write or telephone for descriptive booklet. 


Starrett Lehigh Building 


D. R. CROTSLEY, Manager, 60] West 26th Street 


Telephone: CHickering 4-5520 A S Ee RV | Cc FE i NST IT T TI re) N ” 
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Both 
Are Your 


Representatives 


The car that carries your 
product to its destination is 
as much a representative of 
your company as the letter 
that bears your message and 
signature. 






























To create a favorable impres- 
sion upon their customers, 
progressive shippers _ insist 
upon clean, modern and effi- 

ENCE cient cars—the kind of cars 
AEF RISERATOp that accurately reflect their 


Meeikata standing in the industry. 


SAE If you ship in tank or refrig- 


erator cars, you will find it 
to your advantage to ask for 
details of North American 


service. 
+ 


A North 







American 

Car Lease 

Is Sound 

Business 

Economy 

TULSA.” NORTH AMERICAN 
satan CAR CORPORATION 
DALLAS, 327 South La Salle St., Chicago 





What a show New York 
Central’s fleet of marine 


equipment could put on 
in New York Harbor—if 


it ever had time to parade! 


@ 305 pieces of highly specialized 
equipment—tug boats, grain boats, 
car floats, refrigerator barges, 
hoisting barges, steam lighters, 
Diesel lighters— 

Here, in the world’s greatest 
port— 

Here, at the world’s greatest 
consuming market— 

New York Central provides un- 
matched facilities for the han- 
dlingof export, import, coastwise, 
intercoastaland lighterage freight. 

New York Central’s Marine 
Department offers prompt and 
dependable service twenty-four 
hours a day, to and from its 
Manhattan and Weehawken ter- 
minals to shipside, or to any 
point on New York’s waterfront. 


NEW YOR 


The Traffic World 


New York Central’s fleet plays no 
small part in the smooth, expe- 
ditious handling of international 
commerce—unloading cargoes 
from Madagascar, Rotterdam, Van- 
couver—loading American car- 
goes for all the corners of the earth. 


Vol. LVI, No, 3 


Be certain your merchandise 
is handled with speed, care and 
efficiency. Consign your water 
borne freight via New York 
Central, where it will receive the 
same care and dispatch as on 
New York Central rails! 


CENTRAL 





















OLUME LVI 


Our Platform 


Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
yay transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
he use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies 

of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 
An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
_—* the adequate revenue prescribed by sound public 
policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





UP THE HILL—AND DOWN AGAIN 


HE King of France, with ten thousand men, marched 
* up the hill—and down again. Everybody has heard 
about that, though we have never known just why the 
king with his men marched, either up or down. The rea- 
sons for the comparable action of the Association of 
American Railroads in the matter of abolishing its dis- 


e and ' 
trict or regional managers and then changing its mind 
vatel BE are, however, not so difficult of comprehension. It decided 
York @ ‘© abolish the offices for reasons of economy and then to 
ve the restore them—perhaps with some additional trimmings 
§ —because shippers objected. 
ee It may be that the shippers were right and that the 
jobs ought not to be abolished—that the services of these 
district managers are so valuable that they ought to be 
retained, that the shippers’ regional advisory boards 
|? could hardly function successfully without the district 
managers, and that the boards ought also to be retained. 
One would suppose, though, that the railroads had given 
net 
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due consideration to these matters before they decided 
to abolish the offices and that, therefore, they changed 
their minds merely because of shipper opposition and 
pressure—which is a poor reason, assuming that the 
railroad idea was sound in the first place. Whether their 
reasons were sound or not, the incident furnishes a splen- 
did example of the hesitancy of the railroads to do any- 
thing that does not please the shippers, and of the power 
of the shippers to get what they want, whether or not 
they ought to have it. 

We confess that we are not certain whether or not 
the district managers are worth what they cost and 
whether or not the regional advisory boards ought to 
continue to function, at considerable expense to the rail- 
roads. These boards, it must be remembered, were set up 
for a specific purpose at a time when car supply was a 
serious problem. It is no longer a problem of any im- 
portance. It is a fair question whether, if conditions then 
had been as they are now, there would ever have been 
any boards or any district managers. If the answer is in 
the negative, that would seem to be a pretty good argu- 
ment for abolishing them now. 

If they are to be continued, however—and it seems 
that they are—then, at least, they ought to be made more 
useful, They could have been made so even when their 
original purpose was enough justification for them. Now 
it seems imperative that they be made so in order to jus- 
tify them at all. They have only a fictitious or occasional 
function to perform as to car supply; the boards should 
be made more valuable forums for discussion of transpor- 
tation problems of national concern, there should be 
means of taking definite action on such problems, and 
there should be some effective machinery for getting 
before the public the results of such discussions and 
action. To be definite and to the point, some of the gen- 
tlemen now employed in the institutional “public rela- 
tions” bureaus of the railroads who are stepping on each 
other’s heels, or not stepping at all, should be assigned 
to “cover” the meetings of the regional boards—the do- 
ings of the boards having first been made, as suggested, 
more important than they have been—with a view to get- 
ting into the press such things as ought to be there for 
the information and enlightenment of the public. Such a 
program, as we have suggested before, would have been 
advisable and valuable even in the old days; now it is 
necessary. 
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GOVERNMENT OWNERSHIP 


HERE is still considerable skepticism, it would 

appear, with respect to the idea that government 
ownership of the railroads is an imminent danger, due, 
in large part, we believe, more to an unwillingness to, 
admit the facts than to any well reasoned consideration 
of the subject. It may be well, therefore, at this time 
to review some of the things that indicate the danger 
of the adoption of a policy that would be intolerable 
to both carrier and shipper. 

We have always with us doctrinaires who believe, 
on principle, that the government should own and 
operate the railroads. These have become increasingly 
numerous in recent years, and among them is one Joseph 
B. Eastman, a member of the Interstate Commerce Com- 
mission and the Federal Coordinator of Transportation. 
He is, without doubt, the most powerful man in trans- 
portation in this country today and he has the ear of 
the President of the United States. It is true that he 
does not advocate government ownership immediately, 
for various reasons, but he seldom fails to point out his 
belief in it as the ultimate solution of our transporta- 
tion ills—and no one knows how soon he may conclude 
that the time has come to apply the remedy and use 
his influence to effectuate it. 


We are living in times when a policy of this sort 
might be put into effect overnight without occasioning 
much surprise, even if there were no particular reason 
to expect it. This is a time of experimentation in 
economics, of interference with business as it has been 
conducted, of all sorts of regimentation and control. 
We say this, not necessarily in criticism of the admin- 
istration or of the policies involved, but because it is 
a fact and, as such, must be reckoned with. 


Again, there is a sort of discouraged attitude on the 
part of railroad security owners, many of whom feel 
that, perhaps, the best way to get their money out of 
a bad investment is to unload it on the government. 
Many railroad men themselves, while by no means ad- 
vocating government ownership or even assenting to 
it, look on it as a foregone conclusion and are disposed 
to make the best of a bad situation and not to fight. 
A good many of them are about ready to retire anyhow. 
Railroad labor is actively advocating it—God knows 
why. There is actually a bill—the Wheeler bill—now 
before Congress providing for government ownership of 
the railroads and we fear it has more support than most 
people realize. There is no question but that this is the 
trend of modern political and economic thought, as rep- 
resented by our present corps of law-makers and ad- 
ministrators. 

But the compelling force that seems likely to bring 
about interference by government is the financial plight 
of the railroads. 

Class I railroads in the eight months ended with 
August, 1935, had a deficit in net income of $80,292,512 
as compared with $32,724,356 in the eight months ended 
with August last yeur. These deficits are the amounts 
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by which the railroads, as a whole, fell short of meetiy 
their fixed charges and other expenses. Net income; 
the amount that is available for additions to proper 
reserves, dividends, etc., so that, when there is a defi 
in net income, there is nothing for those purpogy 
Interest on debt makes up the greater part of the fixg 
charges. 

In 1931 the class I railroads had a net income ¢ 
$134,761,911. In 1932 there was a deficit of $139,203.89, 
This was reduced the following year to a deficit ¢ 
$5,862,836, but, in 1934, the deficit rose again to $14. 
887,078, and the first eight months of 1935, of courg 
with the deficit of $80,292,512, revealed a decidedy 
adverse financial trend. 

The Interstate Commerce Commission’s statemen 
for the eight months ended with August this year 
net income of large steam railways with annual ope. 
ating revenues above $25,000,000, shows that, out of fifty 
roads so listed, only thirteen did not have a deficit in 
net income after depreciation and retirements, while, in 
the corresponding period last year, there were sixte 
that did not have such a deficit. Figuring net incom 
before depreciation and retirements, about half of the 
fifty roads had deficits in net income in the first eight 
months of 1935, the exact division having been twenty. 
four with deficits and twenty-six without. 

Thirty-one class I railroads failed to earn expense 
and taxes in the first nine months of this year. 

Approximately 26.5 per cent of the 255,000 miles 
of operated railroad in the country, or 67,600 miles, is 
in receivership or trusteeship, these figures including 
the New Haven system, which has announced it will 
reorganize under section 77 of the federal bankruptcy 
act. Never before were there as many miles of road or 
as great a percentage of the mileage in receivership. 

Discouraging factors in the situation are that the 
railroads face increased cost of operation under the 
bituminous coal industry regulation bill; under a gen- 
eral rise in prices due to inflation; and under the rail 
road retirement and social security acts. It is estimated 
that, under the retirement and security acts, their ex 
penses will increase $61,000,000 in 1936, $86,000,000 in 
1937, and $102,000,000 in 1938. 

Needless to say, this is a situation that cannot con 
tinue without something happening to the railroads. 
What will happen, if it does continue, most well ir 
formed persons think, is that the government will take 
them over and operate them. If that would be 4 
catastrophe, as also most well informed persons think 
it would, then something must be done. 

Of course, an increase of substantial proportions it 
revenue traffic would relegate this problem to the realm 
of the academic. But, while there is some improvemett 
in business, as shown by revenue loading of freight cars 
and in other ways, no one knows whether or not it is 
merely transitory—and even if it is permanent, it is not 
enough. 

What should be done to avert this danger appears 

(Continued on page 930) 
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Current Topics in 
Washington 


With the last day of this year 
Balthaser H. Meyer completes twenty- 
five years of service as a member of 
the Interstate Commerce Commission. 
He first took the oath of office December 31, 1910. 

Only one other man, Judson C. Clements, had such a long 
period in office. Mr. Clements completed his twenty-five years 
March 17, 1917. Death ended his service three months and one 

y later. 

a When Mr. Meyer retires from office, his present term last- 
ing until December 31, 1938, there will be no commissioner hav- 
ing any personal recollection of the passage of the act to regu- 
late commerce, in 1887. It is safe to say that, it is believed, 
because no man old enough to have such a recollection will have 
an opportunity to accept or decline an appointment to the bench 
of that body. A few of the employes of the Commission, who 
were appointed as messenger boys, were they appointed to the 
bench, might say that they remembered when the original act 
was passed. But they probably would be drawing on their 
imaginations. Boys of eighteen or nineteen, as they must have 
been when they became messengers, are not often keen enough 
about public affairs to know what Congress does or fails to do. 

Judson C. Clements was a member of the House of Repre- 
sentatives when the original act was passed and was closely 
associated with Representative Morrison, of Illinois, who was 
also appointed to the Commisson. They helped bring about 
national regulation of railroads. They were men of the post 
Civil War period when veterans of that conflict were as powerful, 
politically, as are the men who took part in the world war of 
1914-1918. 

While Commissioner Meyer served with Commissioner 
Clements, he was only a youngster, born in 1866, which was 
after the end of the war between the sections, in a fighting 
sense, though perhaps not in law, that war not having come 
to an end in a law sense until 1866. 

When Commissioner Meyer took office, the revision of 1906 
—the one in which the Commission got the power to make rates 
for the future—and that of 1910—which added materially to 
its powers—were already almost seasoned. From 1887 to 1896 
the Commission thought it had the power to make rates for 
the future. The U. S. Supreme Court, however, in 1896, said 
it had not. For ten years after that decision there was talk 
about the “railroad problem” in as great volume as there is now. 
But it was of different consistency. Then the question was 
what “must we do to be saved from the railroads’—meaning, 
mostly, their rates. Now it is what must be done to save our 
railroads—quite a change in forty years. 


ommissioner Meyer’s 


Silver Anniversary 





Once this caption was an honored 
political slogan. Apparently, it has been 
amended so as to read: “Equal rights 
for all except for non-signers of the 
Guffey law coal code; special privileges 
for none, except signers of the coal code.” 

Or, if one chooses, one can substitute, “for producers of 
wheat, cotton, tobacco, potatoes,” or whatever other class of 
commodities the processors have to pay a tax on. Or, if one 
is still in a bad humor on account of legislation since 1931 or 
1932, one can put in those able to obtain TVA electricity 
at prices lower than can be quoted by the suppliers of elec- 
tricity produced by persons who have to pay taxes on the prop- 
erty they use in competition with non-taxed government prop- 
erty. Or, it might be suggested, one could substitute users of 
the government barge line, which pays no interest on the capital 
taken from taxpayers. 

Not all the special privilege laws have been enacted since 
the coming of the “new deal.” The Hoover administration 
wasted about half a billion dollars on “farm relief.” In addition, 
it provided the Reconstruction Finance Corporation. There prob- 
ably has been less criticism on account of its creation than of 
any other relief agency, especially those that siphon money 
from the pockets of one taxpayer into those of another. It has 
made loans to some banks and denied them to others. It may 
not have violently disregarded the principles of the third sec- 
“ There are, however, loans 


“Equal Rights for 
All, Special Privi- 
leges for None” 


ion of the interstate commerce act. 
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that some are inclined to think could not be considered by the 
Commission, under the rules it applies to a rate, without its 
laying a condemnation on the heads of that organization under 
the third section. 

True it is that one of the major political parties took the 
equality slogan as its own particular property. However, both 
have claimed to hold the scales of justice in such manner as 
to win the approval of fair-minded persons—that is, with equal 
rights for all, special privileges for none. 





A vivid picture of the cause of 
distress in the railroad and coal min- 
ing industries was recently drawn by 
J. G. Puterbaugh, president of the 
McAlester Fuel Company, McAlestef, 
Okla. He pointed out that huge in- 
creases in the wages of union labor of the railroads while they 
were under the control of William G. McAdoo and in the wages 
of mine labor were made just about the time the petroleum 
industry extended its drilling operations in response to the 
demand for gasoline, the by-product of which—fuel oil—was sold 
to the railroads and industries for the replacement of coal. 
The costs of the railroads and of the coal mining industry went 
up so far that, even with the introduction of strip mining, 
coal lost out in competition with petroleum. 

Coal mining costs, he said, went up from $2.80 for an eight- 
hour day in the southwestern coal field to $7.50. And ever since 
then the railroad and soft coal mining industries have been 
going down hill. Speaking at the southwestern divisional meet- 
ing of the Chamber of Commerce of the United States, Mr. 
Puterbaugh, in part, said: 


Placing the Blame 
for Railroad and 
Coal Mine Distress 


Transportation costs having been nearly doubled by the increased 
costs of wages and fuel, it obviously became necessary for the rail- 
roads to increase freight rates and accordingly during the summer 
and fall of 1920 the freight rates on coal were increased approximately 
seventy-five per cent, which here in the southwest, where rates were 
already higher than in the east, made the advances average approxi- 
mately a dollar per ton. 

Since 1920 some of these rates have been reduced but the average 
—_ on coal is still approximately 60 per cent above the pre-war 
rates. 

In the case of coal the freight rate is frequently as much, and 
sometimes more, than the price of the coal at mines and, therefore, 
this heavy addition to delivered costs is responsible for no small 
part of the adversity that has overtaken the coal industry and I 
may add that it is responsible for no small part of the adversity 
that has since overtaken the railroads and railroad employes. 

Organized labor by coercion and by collusion with individuals 
high in government obtained for organized railroad employes and 
organized miners a realization of their fondest hopes as to wages, 
hours and working conditions but by so doing they pulled down upon 
themselves the house that gave them food and shelter and now work- 
ing on short time organized railroad employes are watching the trucks 
and busses go by and idle coal miners are realizing that even a 
modest wage with regular work makes a higher monthly earning 
than intermittent work at high wages. 

And by these processes they played directly into the hands of 
the oil and natural gas industries. 





One of the great arguments 
President Roosevelt makes in 
support of the federal govern- 
ment’s going into the generation 
of power business, in the Tennes- 
see valley and other parts of the 
country, is that he wants to use the government enterprises as 
a “yardstick for measuring what privately financed power com- 
panies charge. 

How does such a scheme strike business men of the coun- 
try? That, substantially, is the question the Chamber of Com- 
merce of the United States asked its membership in a refer- 
endum, the outcome of which has been made public. Precisely, 
the chamber asked its members: “Should there be government 
competition with private enterprise for regulatory or other 
purposes?” 

If there has been one notorious fact it is that business men 
do divide, in a partisan sense, in about the same way as do 
citizens not known as business men. The vote on the question 
the chamber asked, however, shows practically no support for 
the TVA and other schemes the ordinary man seems inclined 
to regard as obnoxious to American ideas as the economic 
theories and practices of the Russian government. 

The vote on the question was 36 for and 1,845 against. 
Only 36 members who voted on the question showed approval 
of what the President and Senator Norris, of Nebraska, with the 
help of yes men in Congress, have put on the people of this 
country—foisted on them, many would probably say. 

The total voting strength of the national business organi- 
zations is 2,909 votes. Sixty-four per cent of the voting strength 
took part in the election. That is a large percentage of votes 
cast by Americans in any sort of contest. In the most partisan 
areas of the country it is to be doubted that such a heavy vote 
could be cast on one side of any proposition. 


Government Competition 
With Private 
Enterprise Condemned 
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In the TVA the money of all the taxpayers of the country 
is being used to crucify the investments of some people in that 
part of the country in electric power plants. The benefits are 
derived by a relatively few people who are receiving a special 
privilege—electricity at less than cost—unless the government 
bookkeeping done in regard to the TVA is an exception to all 
government bookkeeping except that pertaining to the Panama 
Canal. 

In the government barge line the money of all the tax- 
payers is being used to provide transportation for a privileged 
class at less than the cost of the service, the bookkeeping not 
being honest. 


In the first 1438 days of this 
fiscal year, according to Treasury 
figures covering November 20, the 
government disbursed $3,008,700,578 
while it took in only $1,412,118,529. 
In the corresponding period last 
year the disbursements amounted to only $2,688,215,739. Any- 
one interested can figure the deficit for the current year, even 
if his pencil igs only half an inch long. 

In the 143 day period the country’s debt reached another 
all-time peak, not merely a peace time peak, of $29,598,590,370. 

And yet the spending of money lags behind the schedule 
for getting the government deeper into debt. The schedule of 
the Works Progress Administration called for having 3,500,000 
persons on the payroll on November 15, but only 2,367,242 were 
on the roll on that day. 

On that day one of the public works projects—that of pav- 
ing a street in front of the Commission’s office—seemed to have 
about 200 men on a job that looked just about big enough for 
40.—A. E. H. 


The Feverish Spending 
of Money Sets a 
Record, But Still Lags 


GOVERNMENT OWNERSHIP 

(Continued frm page 928) 
to us obvious. We have pointed it out many times, but 
it may be well also at this time to review the remedies. 
In the first place, government transportation policies 
should be made logical and fair so that whatever may 
happen to the railroads will not, to any extent, be the 
result of unfair competition, permitted by law. Carriers 
and shippers must unite to demand such a government 
attitude. 

In the second place, the railroads must clean their 
own house by effecting consolidation and reorganization 
and adopting more efficient and economical methods, 
and shippers must lend their support to such measures 
in the realization that, even if some of their privileges 
are thereby curtailed, they will still be saving themselves 
from a threatened condition that would be much worse 
than the remedy they accept. 


In the third place, the railroads, as we have at 
other times pointed out with what force we could com- 
mand, must liquidate their labor, both as to quantity 
and wages. 


We believe that, with all these things done, there 
would be no foundation for the plea that government 
operation of the railroads is necessary to enable them 
to function. Certainly, until they are done, the argu- 
ment against the necessity of government intervention 
is, to that extent, weakened. We have a situation con- 
fronting us that must be met not only with academic 
arguments against a policy that is obnoxious, but with 
practical measures. 


SELECTED INCOME ITEMS 


Class I steam railways had a deficit in net income the 
first nine months this year of $66,671,687 as compared with a 
deficit in net income for the corresponding period last year 
of $33,903,519, according to the monthly statement prepared 
by the Commission’s Bureau of Statistics on selected income 
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and balance-sheet items of Class I steam railways in the Upit 
States. 

For the month of September alone, however, the Clag | 
roads had a net income of $13,542,934 as against a deficit j 
net income in September last year of $1,179,163. The net incon, 
in September reflected the substantial increase in traffic ty 
railroads enjoyed in that month. In the preceding month 
August the roads had a deficit in net income of $2,267,477. 

For the first nine months this year thirty-five out of fit, 
Class I roads having annual operating revenues above $25,000 iy 
had deficits in net income after depreciation and retiremen 
as compared with thirty-four such roads in the correspondiy: 
period of last year. Twenty-five of the fifty roads had deficiy 
in net income before depreciation and retirements in the firg 
nine months this year as compared with the same number fy 
the corresponding period last year. 

The items for the nine months ended with September anj 
for the corresponding period of 1934, as set forth in the state 


ment, follow: 
For the Nin® Months of 


1935 1934 
321,994,749 $ 344,585,715 
115,829,706 129,931,401 


437,824,455 


$ 474,517,105 

12,832,601 15, 426,05 

Income available for fixed charges.$ 424,991,854 $ 459,091,05) 
Fixed charges: 

6-01. Rent for leased roads 100,134,141 $ 100,239,669 
6-02. Interest ‘deductions 380,492,382 381,537,473 
6-03. Other deductions 2,016,862 2,197,8% 

482,642,385 
457,651,531 


6-04. $ 483,974,951 
9,020,156 


$ 24,883,907 
466,671,687 


9,019,612 

$ 433,903,519 
$ 145,117,128 
12,783,949 


Income Items ’ 
Net railway operating income 
Other income 

Total income 


Miscellaneous deductions from income.. 


Total fixed charges 


Income after fixed charges 
Contingent charges 


Net incomet 


$ 142,936,555 
12,223,672 


Depreciation and retirements 
Federal income taxes 


Dividend appropriations: 
12-01. On common stock 
12-02. On preferred stock 


58,114,765 67,936,514 
12,655,620 13,082,675 


Balance at End of September 
Selected Asset Items 1935 1934 
Investments in stocks, bonds, etc., other 
than those of affiliated companies 

(Total, Account 707) 


$ 734,653,134 $ 760,054,083 


$ 397,838,152 
14,032,671 
32,526,047 
64,392,854 

4,095,552 


56,367,750 


49,285,692 
134,685,128 
285,785,731 

34,926,819 

2,928,117 
5,462,714 


Total current assets (items 14 to 25) .$1,082,327,227 $1,062,528,748 


$ 312,122,199 
37,998,134 
40,690,412 
56,568,743 

6,305,184 


50,000,473 


46,236,421 
151,492,945 
308,288,593 
44,991,559 
3,510,824 
47323,210 


Demand loans and deposits.. 

Time drafts and deposits 

Special deposits 

Loans and bills receivable 

— and car-service balances receiv- 
able 

Net balance receivable from agents and 
conductors 


Materials and supplies 
Interest and dividends receivable 
Rents receivable 


Balance at End of September 
Selected Liability Items 1935 1934 
Funded debt maturing within 6 months*.$ 243,607,694 $ 107,506,476 


Loans and bills payabley 
Traffic and car-service balances payable 
Audited accounts and wages payable... 
Miscellaneous accounts payable 
Interest matured unpaid 
Dividends matured unpaid 
Funded debt matured unpaid 
Unmatured dividends declared.... 
Unmatured interest accrued 
Unmatured rents accrued 
Other current liabilities 

Total current liabilities (items 28 


$1,581,071,286 


$ 344,232,829 $ 296,694,005 
73,014,739 66,368,439 
214,099,880 217,656,119 
59,992,430 62,894,999 
395,075,096 305,366,786 
15,550,650 16,211,046 
321,338,273 274,433,153 
1,182,783 1,123,121 
106,510,427 106,629,306 
32,303,412 31,451,376 
17,770,767 19,081,143 


— 


$1,397,909, 495 


——_—— 


Tax liability (Account 771): 
40-01. U. S. Government taxes 
40-02. Other than U. S. Government 


31,786,378 
164,032,805 


33,070,238 $ 
158,886,129 


tSeptember, 1935, income as reported, was increased by credits t0 
operating expenses on account of reversal of charges previously made 
for liability under the Railread Retirement Act. These credits for 
September, 1935, amounted to $316,168 and for the nine months ended 
with September, 1935, the net credit is $7,284,425. For September, 
1934, the reported net income includes charges because of the Retire- 
ment Act amounting to $2,758,922 and for the nine months ended 
with September, 1934, the charges included are $5,575,523. , 

*Includes payments which will become due on account of il 
cipal of long-term debt (other than Account 764, Funded debt mature 
unpaid) within six months after close of month of report. 

7Includes obligations which mature not more than 2 years after 
date of issue. 

d—Deficit. 
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BUTTER TO FLORIDA 


ATES on butter, eggs and dressed poultry, in straight or 

mixed carloads, from points in Oklahoma, Texas, Missouri, 
Kansas, and Arkansas to destinations in the peninsula of Florida 
have been prescribed by the Commission, division 2, in No. 
26523, Swift & Co. vs. Union Pacific et al., a sub number there- 
under, Armour & Co. et al. vs. Same; No. 26639, Cudahy Pack- 
ing Co, et al. vs. A. T. & S. F. et al.; and No. 26757, Seymour 










ber anj 











the statelill packing Co. vs A. T. & N. et al., effective not later than Febru- 
| ary 27. The prescription of the new rates is based on a finding 
ovone”! fim of unreasonableness. 
344,585, 1 The present rates, combinations made up of various factors, 
129,931, 4) were found unreasonable to the extent they exceeded or might 
474.517 16 exceed 60 per cent of constructive first class rates by adding 
—— to the scale of first-class rates prescribed in Consolidated 
15, 426,055 Southwestern Cases, 123 I. C. C. 203, for the entire distance from 
159,091.00 origin to destination, the Mississippi River crossings arbitraries 
en of 4 cents in the case of Memphis, Tenn., and 6 cents in the case 
00,239, 669 of the other east-bank Mississippi River crossings, and the 
81,537,473 Florida peninsula arbitraries set forth in an appendix, later 
_2,197,84 herein described, for distances south of the Jacksonville-River 
83,974,957 Junction line. The Commission said distances should be com- 
24,883 gir puted over the shortest possible routes via existing connections 
9'013,6) Mam for the interchange of carload traffic. 
seni A further finding is that the rates for the future will be 
33,903,519 unreasonable to the extent they may exceed 60 per cent of con- 
12, 936.556 structive first class rates obtained by adding to the zone II 
12,223 672 scale of rates set forth in appendix B of the report in the con- 
solidated southwestern cases, 205 I. C. C. 601, applied to the 
7,936,511 through distances, the zone III differentials provided in that 
3,082,675 appendix for the distances west of the Mississippi River applied 
ptember as provided in Western Trunk Line Class Rates, 164 I. C. C. 1, 
934 subject to the provisions for computing distances as set forth in 
finding number 3 in Consolidated Southwestern Cases, 205 I. C. C. 
0,054,083 601, and the first class arbitraries set forth in the appendix here- 
inbefore mentioned applied to that part of the nau south of the 
2 129 19) Jacksonville-River Junction line; the arbitraries for application 
7,998,134 in the Florida peninsula to accrue solely to the carriers on whose 
), 690, 412 lines they apply. 
Oe The Commission said that in arriving at rates fractions of 
ae less than one-half cent should be disregarded and fractions of 
), 000,473 one-half cent or greater should be increased to the whole cent. 
936 491 Reparation was awarded. The Commission said that to the 
"492,945 rates herein found reasonable for reparation purposes and for 
288,593 the future might be added any authorized emergency charges. 
vee It added that as proceedings relating to the western-southern 
'323°97) class rates were now pending, the findings herein with respect 
- to the rates from points in Kansas and Missouri were made with- 
528,748 out prejudice to different conclusions that might be reached in 
_— those proceedings. 
a - The scale or arbitraries hereinbefore mentioned begin with 
pie st 6 cents for the block between 10 and 25“Mmiles, become 12 for 
wiles the block between 80 and 100 miles, 16 cents for the block be- 
568 439 tween 190 and 220 miles, 20 cents for the block between 290 
$56,119 and 330 miles, 24 cents for the block between 450 and 500 miles 
394,999 and are blanketed at 25 cents for distances greater than 500 
366,786 miles 
211,046 ; 
sri GEORGIA RATES CONDEMNED 
81,145 Condemning rates maintained in Georgia under authority 
a of the Georgia commission as being unduly preferential of ship- 
09,495 pers in Georgia and unduly prejudicial against shippers in Flor- 
atte ida, the Commission, division 5, in No. 26356, Jacksonville 
Chamber of Commerce et al. vs. Atlanta & West Point et al., 
36,378 has allowed the Georgia commission and the railroads 60 days 
ee In which to remove the undue prejudice. Failing in that the 
1805 Commission said it would, on application, consider the entry of 
wit an appropriate order. 
ale ‘ Py a report written by Commissioner Porter the federal 
; = ; “ y made a third section condemnation of rates on excelsior, 
_ 'n carloads and in less than carloads, on iron and steel articles, 
tire- in less than carloads, and on manure, in carloads. Allegations 
nded of undue prejudice to Jacksonville and shippers in interstate 
in commerce between Jacksonville and points in Georgia, and un- 


red due preference of localities and shippers in intrastate commerce 
, he Georgia in respect of other commodities, the Commission said, 
fter ad not been sustained. The Commission also said that an 
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allegation of unreasonable and unjust discrimination against 
interstate commerce had not been sustained. 

The undue prejudice is to be removed by bringing the con- 
demned rates up to the interstate level in areas delimited by 
the Commission. Among the other commodities considered by 
the Commission were canned goods; cotton and naval stores 
(rosin and turpentine); ice; live stock; oyster shells; peanuts; 
salt; tobacco, unmanufactured; and turpentine cups. 

The complaint alleged that the maintenance or establish- 
ment of intrastate domestic rates made or imposed by Georgia 
for the transportation of property in carloads, in less than Car- 
loads, and in any quantity between points in Georgia which 
were now or in the future should be lower for equal distances 
than the interstate domestic rates applicable for transportation 
of like property between Jacksonville and points in Georgia, 
resulted and would result in undue preference of persons and 
localities in Georgia and undue prejudice to persons at Jackson- 
ville and to the locality of Jacksonville, and cause and would 
cause unjust discrimination against interstate commerce, in 
violation of sections 3 and 13 (4). 

The railroads admitted the allegations of the complaint but 
asserted that the prejudice and discrimination complained of 
were caused by unreasonably low intrastate rates in Georgia 
over which they had no control. In further answer they declared 
that the interstate rates between Jacksonville and points in 
Georgia were reasonable, and that the complaint should be 
satisfied by raising the intrastate rates to the level of the inter- 
state rates. The finding of the Commission requires such rais- 
ing of the Georgia rates. 

Georgia, the report said, was a natural market and source 
of supply for the industrial and commercial activities at Jack- 
sonville. Brunswick and Savannah, Ga., and some of the interior 
Georgia cities, the report said, were Jacksonville’s principal 
competitors for Georgia trade and products. The competitive 
area, the report said, on at least some commodities, extended to 
hauls from Jacksonville of approximately 300 miles. 

More liberal regulations, the Commission said, governed 
operations of trucks on the highways in Georgia than in Florida, 
and this situation operated to restrict truck service between 
Jacksonville and Georgia. Business which formerly reached 
Jacksonville by truck, the Commission said, was moving at the 
time this case was heard by truck to Savannah and Brunswick. 
A witness for complainants testified that, while there was some 
trucking between Jacksonville and points in Georgia, it was not 
so extensive as it would be if the Florida restrictions concern- 
ing load limits and license plates were removed, and conceded 
that truck competition then existed to a much greater extent 
between points in Georgia and the Georgia ports than between 
Jacksonville and points in Georgia. 

“Since truck operations have become a real factor in the 
transportation field,” said Commissioner Porter in commenting 
on that phase of the subject, “we have consistently regarded 
rail transportation, where truck competition was encountered, 
to be performed under circumstances and conditions which are 
dissimilar to those instances in which truck competition does 
not exist at all or to the same extent.” 

Truck competitive rates and their effect on the movement 
of traffic were treated by Commissioner Porter in his discussion 
of the facts pertaining to the commodities the rates on which 
were alleged to cause undue prejudice against the Florida com- 
plainants, 

The Commission, after finding that there was competition 
at points in Georgia between Georgia points and Jacksonville 
found that the circumstances and conditions surrounding the 
interstate transportation from Jacksonville to points in Georgia 
were substantially similar to those surrounding the intrastate 
transportation of like traffic from and to points in Georgia. It 
prescribed rates on iron and steel from the Georgia points on 
the interstate level for hauls of 300 miles or less. It found that 
the rates on wood excelsior in machine pressed bales should be 
on the basis of 27.5 per cent of the prescribed first class rates, 
minimum 20,000 pounds, on carloads, and the fourth class rates, 
in less than carloads. On manure, barnyard or stable, not 
treated or prepared, in bulk in open-top cars, it prescribed rates 
on the basis of 12.5 per cent of first class, minimum 50,000 
pounds. 

The Commission, after its general findings as to competition 
and similarity of transportation conditions, made precise find- 
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ings as to the points and areas in which new rates should apply, 
as follows: 


We further find that on iron and steel articles (special iron), in 
less than carloads, the prescribed interstate sixth-class rates are and 
for the future will be reasonable interstate rates for transportation 
from Jacksonville to destinations in Georgia reached from Jacksonville 
by hauls of 300 miles or less over defendants’ lines; that the lower in- 
trastate rates now imposed upon defendants by authority of the Public 
Service Commission of Georgia from Brunswick, Savannah, Augusta, 
Atlanta, Macon and Albany to the same destinations in Georgia cause 
and will cause undue and unreasonable prejudice and disadvantage to 
Jacksonville and its shippers in interstate commerce from Jackson- 
ville to points in Georgia, and give and will give an undue and un- 
reasonable preference and advantage to Brunswick, Savannah, 
Augusta, Atlanta, Macon and Albany and shippers located at those 
points in intrastate commerce in Georgia; and that said prejudice and 
preference can and should be removed by the establishment, main- 
tenance and application in the future of intrastate less-than-carload 
rates on iron and steel articles (special iron) from Brunswick, Sa- 
vannah, Augusta, Atlanta, Macon and Albany to points in Georgia 
reached from Jacksonville by hauls of 300 miles or less over defend- 
ants’ lines which shall not be lower, distance considered, than the 
reasonable interstate. rates maintained and applied to the transporta- 
tion = the same traffic from Jacksonville to the same destinations in 
Georgia. 

We further find that on excelsior, wood, in machine pressed bales, 
rates on the basis of 27% per cent of the prescribed interstate first- 
class rates, in carloads, minimum 20,000 pounds, and the prescribed 
interstate fourth-class rates, in less than carloads, are and for the 
future will be reasonable interstate rates, and carload minimum, for 
transportation from Jacksonville to points in Georgia which lie on or 
south of a line following that of the Southern Railway Company ex- 
tending northwesterly from Brunswick through Hazelhurst to Helena, 
Ga., thence westward over the line of the Seaboard Air Line Railway 
through Cordele and Americus, Ga., to the Georgia-Alabama boundary; 
that the lower intrastate carload and less-than-carload rates now 
imposed upon defendants by authority of the Public Service Commis- 
sion of Georgia for transportation of excelsior from Brunswick, Sa- 
vannah, Atlanta, Woodland, and Valdosta to the same points in 
Georgia cause and will cause undue and unreasonable prejudice and 
disadvantage to Jacksonville and its shippers in interstate commerce 
from Jacksonville to points in Georgia and give and will give an un- 
due and unreasonable preference and advantage to Brunswick, Sa- 
vannah, Atlanta, Woodland, and Valdosta, and shippers located at 
those points, in intrastate commerce in Georgia; and that said preju- 
dice and preference can and should be removed by the establishment, 
maintenance, and application in the future of intrastate carload and 
less-than-carload rates and carload minimum on excelsior from Bruns- 
wick, Savannah, Atlanta, Woodland, and Valdosta, to points in 
Georgia which lie on or south of line following that of the Southern 
Railway Company extending northwesterly from Brunswick through 
Hazelhurst to Helena, thence westward over the line of the Seaboard 
Air Line Railway through Cordele and Americus to the Georgia-Ala- 
bama boundary, which shall not be lower, distance considered, or sub- 
ject to a more favorable carload minimum than the reasonable inter- 
state rates maintained and applied to the transportation of the same 
traffic from Jacksonville to the same destinations in Georgia. 

We further find that on manure, barnyard or stable, not treated 
or prepared, in bulk in open-top cars, in carloads, rates on the basis 
of 12% per cent of the prescribed interstate first-class rates, minimum 
50,000 pounds, are and for the future will be reasonable interstate rates 
and minimum for transportation from Jacksonville to points in Georgia 
which lie on or south of a line following that of the Southern Railway 
Company extending northwesterly from Brunswick through Hazel- 
hurst to Helena, thence westward over the line of the Seaboard Air 
Line Railway through Cordele and Americus to the Georgia-Alabama 
boundary; that the lower intrastate carload rates and more favorable 
minimum now imposed upon defendants by authority of the Public 
Service Commission of Georgia for transportation of like traffic from 
Atlanta to the same points in Georgia cause and will cause undue 
and unreasonable prejudice and disadvantage to Jacksonville and its 
shippers in interstate commerce from Jacksonville to points in Geor- 
gia, and give and will give an undue and unreasonable preference and 
advantage to Atlanta and shippers located at that point, in intrastate 
commerce in Georgia, and that said prejudice and preference can 
and should be removed by the establishment, maintenance, and appli- 
cation in the future of intrastate carload rates on manure, in bulk in 
open-top cars from Atlanta to points in Georgia which lie on or south 
of a line following that of the Southern Railway Company extending 
northwesterly from Brunswick through Hazelhurst to Helena, thence 
westward over the line of the Seaboard Air Line Railway through 
Cordele and Americus to the Georgia-Alabama boundary, which shall 
not be lower, distance considered, or subject to a more favorable car- 
load minimum than the reasonable interstate rates maintained and 
applied to the transportation of the same traffic from Jacksonville to 
the same destinations in Georgia. 


FLEXIBLE RELIEF ON SUGAR 


Against the unqualified opposition of the water lines, in- 
cluding the government’s barge line and the qualified opposition 
of some sugar refiners, but without the opposition of interme- 
diate territory, the Commission, in fourth section application 
No. 14080, sugar from California to Chicago, and the applications 
joined with it, namely, Nos. 15321, 15335, 15481, 15516, 15539, 
15542, 15547, 15561, 15623, 15671, 15872, and 15954, on further 
hearing, by fourth section order No. 12100, has granted relief 
from the long and short haul part of the fourth section for the 
making of reduced rates on sugar from the Pacific coast to 
Chicago and St. Louis, using those cities as typical points of 
consumption, on a flexible or floating basis that permits the 
transcontinental carriers, if the water lines cut their rates be- 
low specified levels, to cut their rates without further action 
by the Commission but not below specified figures. (See Traffic 
World, November 23.) 

By a considerable number of those who have followed 
fourth section cases, the relief granted is considered revolu- 
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tionary. It has been given to a limited extent to carriers oper, 
ing north and south routes along the Pacific coast. But this iy 
the widest application ever made of the floating or flexible , 
lief formula or principle, it is believed. 

In a dissent Commissioner Porter said he believed th 
relief “is simply the beginning of what in effect is a rate wy 
between the rail carriers serving the various parts of the coy 
try and a rate war as between all the rail carriers and the wat, 
carriers.” 

Relief was also granted to western trunk line carriers. Thy 
case was a two-phase affair, one phase being presented by th 
transcontinental and the other by western trunk line territoy 
railroads. 

Application for relief was based on water line competitio, 
The character of the relief granted shows the intention of th 
Commission to be to enable the railroads to meet the competi. 
tion of the water lines in an effort to regain traffic lost to th 
carriers by water. The transcontinental lines contended tha 
a presently authorized rate of 65 cents, on an 80,000 pound mini. 
mum, from the Pacific ports in California, was too high to ep. 
able them to retain a fair share of the business. They sgaij 
that that was proved by the decline in tonnage. They showej 
that sugar moving from San Francisco Bay points to the de 
tination territory of heavy sugar consumption over their routes 
declined from 109,370 tons to 32,803 tons in 1933, or from 254 
per cent of the total movement to but 80.7 per cent of that total, 

Commissioner Porter, in his dissent, suggested a rate war 
among the railroads carrying sugar from the Atlantic and Gulf 
refining points into the territory of interior heavy industrial 
consumption, Chicago and St. Louis, with a view to each re 
taining its share of the traffic. 

Commissioner Caskie dissented on the flexible part of the 
relief. Commissioner McManamy dissented for reasons statej 
by him in Sugar Cases of 1933, 195 I. C. C. 127. Commissioner 
Porter concurred particularly in the Caskie dissent and also 
set forth that for many reasons he was opposed to the grant 
of any relief. Commissioner Lee did not participate in the 
disposition of the proceeding. 

Previous reports in this matter are contained in 186 I. C. C. 
523, 195 I. C. C. 127, 195 I. C. C. 383 and 198 I. C. C. 368. 


Applicants, the Commission said, sought authority to reduce 
a carload rate on refined sugar from points in California, inter 
mountain and western trunk line territory to Chicago, St. Louis 
and related points, without observing the long-and-short-haul 
part of section 4. The relief sought from points in intermou- 
tain and western trunk line territories, it said, was not cor 
tingent on the grant of relief from the California points. The 
Commission treated the two situations separately. It said the 
basic application was No. 14080, on which, in Sugar Cases of 
1933, in the citations given, it authorized the applicants to es 
tablish a carload rate of not less than 65 cents, minimum 80,000 
pounds, on sugar from San Francisco and Crockett, Cal., called 
the San Francisco Bay points, to Chicago, St. Louis, Milwaukee 
and related points in Illinois, western Indiana, southern Wis- 
consin, and extreme eastern Iowa and Missouri, which with 
some additional points covered by other applications, was called 
the destination territory, and to maintain higher rates to inter- 
mediate points east of the Utah-Nevada state line and east of 
and including Williams and Phoenix, Ariz., subject to the con- 
ditions that the preggpt rates to the higher-rated intermediate 
points should not be increased, or exceed the lowest combina- 
tions, and the 3314 per cent circuity limitation. 

The application, the Commission said, was predicated on 
water competition from the same origins, via the Panama Canal 
to New Orleans, La., or New York, N. Y., thence by barge, 
barge-and-lake, or barge-and-rail to the destination territory. 

The transcontinental application sought authority to reduce 
the terminal rate from time to time via the competing routes 
involving water transportation if the water rates were reduced, 
subject to ultimate minimum rates of 48 cents, minimum 80,000 
pounds, and 53 cents, minimum 60,000 pounds. Other applica 
tions were also described. 

“It will be seen that the issue is whether applicants should 
be authorized to publish, should occasion so require,” said the 
Commission after having summarized the other applications, 
“rates from California to the destination territory as low as 48 
cents, minimum 80,000 pounds, and 53 cents, minimum 60,000 
pounds, while maintaining higher rates at intermediate points. 

When the original hearings were held in No. 14080, the 
relief sought, the Commission said, was opposed by Atlantic 
seaboard and gulf sugar refiners, eastern and southern rail 
lines, some of the intercoastal steamship lines, and barge 
lines on the Mississippi River. After the report was made 
in 186 I. C. C. 523, because of the effect of water compe 
tition, the eastern and southern carriers and Atlantic and 
gulf refiners, the Commission said, modified their position to 
the extent of not opposing reductions which preserved substat- 
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ally the then-existing relations in all-rail rates from various 
rigin points. But, said the Commission, in granting the ap- 
lications in Sugar Cases of 1933, 195 I. C. C. 127, it pointed 
ut that those rate relations, “in view of the new competitive 
lorces, are no longer worthy of much respect.” 

On the present record, the Commission said, there was no 
on from any intermediate points. It added that the 
‘ational Sugar Refining Co. of New Jersey offered no evidence, 
but upon brief opposed the applications. The American Sugar 
Refining Co., with refineries on the Atlantic seaboard and at 
ew Orleans, it said, offered no evidence, but on brief took the 
nosition that while the transcontinental lines encountered actual 
water competition, such competition was also encountered by 
he lines from the Atlantic coast and New Orleans and should 
ne recognized to the same extent in rates from those sections 
sf undue prejudice and preference was to be avoided; that if 
further reduction was permitted from California without a 
orresponding reduction from the Atlantic coast and New Or- 
leans it would disturb the competitive relation which, apart 
from water competition, was still a vital factor in the trans- 
portation of sugar, and would accord an undue advantage to 
pacific coast refiners. Therefore, it opposed the permitting of 
further reductions until similar reductions were made by rail 
lines from the Atlantic coast and New Orleans and opposed a 
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Ba reduction from San Francisco to St. Louis and Chicago to a 
it total rate lower than 60 cents in any event under present competitive 
ite War conditions. ; 6 wy ; ' 
nd Gui The eastern railroads, the Commission said, felt that the 
dustrial traffic of the rail lines was being virtually destroyed by the 
ach re. inroads of water carriers, and believed that all-rail carriers 
should be afforded an opportunity to resist by all lawful means 
of the this encroachment on their revenues. They therefore did not 
stated oppose the relief provided they were granted similar relief 
ssioner under their application No. 15657. The western trunk lines, the 
d also report said, did not oppose the granting of the relief sought, 
| grant even if their own separate applications were denied. 
in the Three steamship companies operating via the Panama Canal, 
said the Commission, entered appearances but offered no evi- 
: dence. On brief, the Commission said, they opposed the appli- 
“CC cations, as did the Inland Waterways Corporation, operating 
the federal barge lines. 
reduce The code authority, for the inland water carrier trade set 
inter- up under the national industrial recovery act, now no longer 
Louis in existence, and the Canal Carriers’ Association, Inc., which 
‘t-haul covered the Atlantic seaboard from Maine to Florida, and west 
moun- to lake ports by the New York state canal system and the St. 
| con: Lawrence River, opposed the applications. 


The The objecting interests, the Commission said, offered no 


d the evidence. They strongly relied, they said, on expressions con- 
es of tained in the original report on application No. 14080, Trans- 
LO €s- continental Eastbound Sugar, 1931, 186 I. C. C. 523, denying 
30,000 fourth section relief, which was in effect reversed by the re- 
alled port on reargument in Sugar Cases of 1933, supra, and also on 
kee dissenting expressions made in connection with the latter re- 
Wis- port. Some of the protestants contended that the proposed 
with rates had not been shown to be compensatory, that they were 
alled lower than any existing water-competitive rates; that they 
nter- failed to recognize the propriety of a differential for the supe- 
st of rior all-rail service over the inferior competitive water service; 
con- that they were avowedly intended to afford the rail carriers 
liate at least 80 per cent of the transcontinental sugar traffic, thus 
bina- Violating section 500 of the transportation act; that they were 

based on an understanding with the principal sugar interests 
| on that at least 80 per cent of their traffic would move all-rail again 
anal in violation of section 500, and that a return to them of 80 per 
rge, cent of the sugar traffic at the abnormally low rates would not 
; be commensurate with the serious injury to the water carriers 
luce in being deprived of their fair share of this essential tonnage. 
ites “Little need be said about these contentions, unsupported 
ced, as they are by direct evidence,” said the Commission. 
000 The Commission said that in its judgment the rates herein 
ica- authorized by it would be compensatory; that the rates sought 

from the ports were not lower than existing water-competitive 
uld rates of common carrier lines, and were considerably higher 
the than rates in connection with the contract carriers on the Missis- 
ns, sippi River; that they did, as contended, generally fail to recog- 
48 nize the superiority of the all-rail service, although undoubtedly 
100 Some portion of the traffic, which would be stored in transit 
s. Im any event, would not be attracted by the superior service 
he afforded by the rail line when it could move by the slower water 
tic service at lower rates and at a saving of storage expense. 
ail In disposing of the transcontinental phase of the case the 
ge Commission said: 
de 

The desirability of relief of th xib 
” ae to reduce the rail rates came sl hs ae ae 
Stant relation to the all-water rate, subject to some reasonably 


to compensatory minimum, is evident. 


quired for the During the time necessarily re- 


filing, hearing and decision of an application for modi- 
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fied relief after a reduction in the all-water rate, much or all of the 
competitive traffic could be lost to the rail lines, as has occurred in 
the present instance. Applicants suggest willingness that our order 
require that at the time of filing tariffs naming further reductions 
the rail lines accompany the same with a detailed memorandum show- 
ing the basis upon which the proposed rates are constructed, and set- 
ting forth the factors of water-line cost upon which they are based. 
With such information we would be in a position to pass upon any 
requests that might be made for suspension of the proposed reduc- 
tions. We shall embody this suggestion in our order. 

From San Francisco to Chicago, 2,262 miles over the direct route, 
a rate of 60 cents, minimum 80,000 pounds, would produce $480 per 
car, 21.22 cents per car-mile, and 5.30 mills per ton-mile, and a rate 
of 65 cents, minimum 60,000 pounds, would produce $390 per car, 17.24 
cents per car-mile, and 5.74 mills per ton-mile. From San Francisco 
to St. Louis, 2,168 miles over the direct route, a rate of 58 cents, 
minimum 80,000 pounds, would produce $464 per car, 21.40 cents per 
car-mile, and 5.35 mills per ton-mile, and a rate of 63 cents, mini- 
mum 60,000 pounds, would produce $378 per car, 17.43 cents per car- 
mile and 5.81 mills per ton-mile. 

Under the findings herein the spread of the all-rail rates over 
the all-water rates plus marine insurance will be, at the 80,000-pound 
minimum, to Chicago, 7.25 cents, and to St. Louis, 5.25 cents, and at 
the 60,000-pound minimum, to Chicago, 8.25 cents, and to St. Louis 
8.75 cents. The spread all-rail, when stored in transit at an added 
average cost of 6.5 cents per 100 pounds, over the all-water cost when 
stored in transit at New Orleans at an added average cost of 2.25 
cents will be, at the 80,000-pound minimum, to Chicago, 11.5 cents, 
and to St. Louis, 9.5 cents, and at the 60,000-pound minimum, to 
Chicago, 12.5 cents, and to St. Louis, 13 cents. Over the all-water 
route and using the contract carriers on the Mississippi River at a 
rate of 18.5 cents the spreads will be correspondingly greater. 

Applicants will be authorized to establish and maintain on cane 
and beet sugar the following rates: 

1. From San Francisco, Crockett, Oakland, Stockton, and Los An- 
geles, Calif., rates of 60 cents, minimum 80,000 pounds, and 65 cents, 
minimum 60,000 pounds, to Chicago; and rates of 58 cents, minimum 
80,000 pounds, and 63 cents, minimum 60,000 pounds, to St. Louis 
and other points in the destination territory covered by the applica- 
tions here considered to which the Federal barge-line rate of 25.5 
cents from New Orleans applies. 

2. From San Francisco, Crockett, Oakland, Stockton, and Los 
Angeles, minimum rates in connection with a minimum of 80,000 
pounds as follows, and minimum rates 5 cents higher in connection 
with a minimum of 60,000 pounds, to the remainder of the destination 
territory covered by the applications here considered: 

(a) To Milwaukee and any other points on Lake Michigan, rates 
34.5 cents higher than the lowest Federal Barge line-rail rate from 
New Orleans to such destinations. 

(b) To points on the Mississippi River and its tributaries reached 
by the Federal barge line, rates 32.5 cents higher than those of that 
barge line from New Orleans to such destinations. 

(c) To interior points rates 32.5 cents higher than the lowest Fed- 
eral barge line-rail rate from New Orleans to each destination. 

3. From inland sugar-producing points in California rates no lower 
than the combination of the lowest rail carload rate to a California 
port from which rates are authorized herein, plus the transcontinental 
rates authorized herein, 

4. To maintain higher rates to intermediate points east of the 
Utah-Nevada State line and east of and including Williams and 
Phoenix, Ariz. 

This authority shall be subject to the following provisions: 

(1) That if the all-water rate for continuous movement over 
standard lines should be reduced below its present amount of 51.5 
cents (composed of the standard ocean lines’ rate of 26 cents to New 
Orleans and the standard barge lines’ rate of 25.5 cents beyond), an 
equal reduction in the base rates herein authorized from California 
ports to Chicago and St. Louis, with corresponding reductions in cents 
per 100 pounds in the related rates herein authorized, may be made, 
but no such base rate shall be reduced below 50 cents in connection 
with the 80,000-pound minimum and 55 cents in connection with the 
60,000-pound minimum, and applicants’ tariffs naming all such reduc- 
tions shall, at the time of filing with this Commission, be accompanied 
by a detailed memorandum showing the basis on which the proposed 
reduced rates are constructed and setting forth the factors of the 
standard water-line rates upon which they are based. 

(2) The present rates to the higher-rated intermediate points 
shall not be increased except as hereafter may be authorized by this 
Commission and shall in no case exceed the lowest combination of 
rates subject to the Interstate Commerce Act. 

(3) The relief hereby granted shall not apply to any line or route 
over which the distance exceeds the distance over the short tariff 
route by more than 33 1/3 per cent. 

The rates herein authorized are found to be reasonably compensa- 
tory. All other and further relief sought is denied. 

An order will be entered modifying fourth-section order No. 11300 
in accordance with the conclusions herein. 


In disposing of the intermountain, Western trunk line ter- 
ritory phase in the Commission, the Commission said: 


Applicants will be authorized to establish and maintain from 
group 1 points in Colorado, Nebraska, and Wyoming on sugar over 
the routes described in application No. 15623 and amendment No. 1 
thereto a rate of 55 cents to Memphis and Helena, the rates from 
other origin points covered by the application to continue to bear 
their present differences in cents per 100 pounds over or under the 
group 1 rates, and to maintain higher rates from, to, or between in- 
termediate points; also to establish and maintain from the aforesaid 
origins to points in Kentucky, Tennessee, and Mississippi intermediate 
to Memphis and Helena rates made by the lowest combination based 
upon Cairo, Paducah, Memphis, or Helena, and to maintain higher 
rates from, to or between intermediate points; provided, that the 
higher rates from, to, or between higher-rated intermediate points 
shall not be increased except as may hereafter be authorized by this 
Commission, and shall in no case exceed the lowest combination of 
rates subject to the Interstate Commerce Act; and provided further, 
that the relief herein authorized shall be subject to the equidistant 
provision of section 4 of the act. 


LAKE CARGO COAL RELIEF 


So as to prevent the possibility of a disturbance of lake 
cargo coal rates from the Connellsville group, the Commission, 
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division 2, in fourth section application No. 15867, coal to 
Fairport Harbor, O., in fourth section order No. 12099, has au- 
thorized the Baltimore & Ohio and the Monongahela Railway Co. 
to establish and maintain a rate of not less than $1.46 a net 
ton on coal and coal briquettes for transshipment as lake cargo, 
from, points of origin in the Pittsburgh group on the Mononga- 
hela, between Brownsville to Big Meadow Run, Pa., to Fair- 
port Harbor, without observing the long and short haul part 
of section 4. 

No opposition was presented. The Monongahela is owned 
jointly by the Baltimore & Ohio, the Pennsylvania and the 
Pittsburgh & Lake Erie. Relief was necessary, if possible 
disturbance of the Connellsville group rate of $1.54 was to be 
avoided and the applicants allowed to compete with the re- 
mainder of the Pittsburgh district in the lake cargo coal busi- 
ness, because their route passes through the higher-rated Con- 
nellsville group. The carriers have been operating over that 
route under temporary fourth section relief. Prior to that time 
they published the Connellsville group rate from the part of 
the Pittsburgh group that could not be reached over their route, 
except through the Connellsville group. Parity of rates from 
the Pittsburgh group via the route in question could not be 
maintained except by reducing the existing rate at interme- 
diate points in the Connellsville group, which, said the report, 
would mean a serious disturbauce of that group. 


COMMISSION REPORTS 


Chemicals 


No. 26669, Kauffman-Lattimer Co. vs. Pennsylvania. By 
division 2. Applicable rates, chemicals, in less than carloads, 
Phillipsburg, N. J., to Columbus, O., determined to have been, 
on a shipment which moved prior to October 1, 1933, 81 cents, 
and that the applicable rate on two other shipments was 83 
cents. Reparation of $3.19 awarded. Commissioner Mahaffie 
dissented. 

Fresh Strawberries 


No. 26859, Musante, Berman, Steinberg Co., Inc., vs. Rail- 
way Express Agency, Inc., et al., and a sub-number, Edward A. 
Daw vs. Same. By division 2. Dismissed. Rates charged, 
fresh strawberries, carloads, in express service, Bowling Green, 
Lakeland, and Plant City, Fla., to Philadelphia, Pa., and Bridge- 
port, Conn., between February 6 and March 10, 1933, not un- 
reasonable. 

Prepared Dog Food 


No. 26724, Chappel Brothers, Inc., vs. A. T. & S. F. et al. 
By the Commission. On reconsideration finding in prior report, 
210 I. C. C. 239, that rates charged on prepared dog food, car- 
loads, Rockford, Ill., to Pacific coast destinations, were applic- 
able, reversed in part and affirmed in part. In the prior report 
the complaint was dismissed. The ultimate question was as to 
the interpretation to be placed on conflicting items in the tariffs. 
In this report the Commission reversed the prior finding to the 
extent of applying the doctrine that where there were two 
rates on the same commodity, the lower was applicable. It 
said that defendants should promptly refund overcharges with- 
out further order from it. Commissioner Mahaffie, dissenting, 
said the report rendered ineffective the long-established prin- 
ciple that a specific commodity rate took precedence over a 
general commodity rate. Commissioner Lee noted a dissent. 


Petroleum Coke 


No. 26951, E. J. Wallace Coal Co. vs. Missouri Pacific et al. 
By division 5. Dismissed. Rate charged, petroleum coke, 
Arkansas City, Kan., to St. Louis, Webster Groves, and Maple- 
wood, Mo., between October 5 and 27, 1932, not proved unreason- 
able. Commissioner Splawn noted a dissent. 


PROPOSED REPORTS 


Paper and Paper Articles 


No. 27082, Crown-Willamette Paper Co. vs. Western Trans- 
portation Co. et al. By Examiner Frank C. Weems. Dismissal 
proposed. Rates charged, paper and paper articles, carloads, 
Camas, Wash., and West Linn, Ore., to Eureka, Calif., proposed 
to be found not unreasonable. New rates and reparation were 
asked, shipments involved having been made in June and July, 
1934. 

Canada Field Peas 


No. 26963, Knauf & Tesch Co. vs. A. G. S. et al. By Exam- 
iner Joseph G. Cooper. Dismissal proposed. Rates and ratings, 
Canada field peas, less than carloads and Canada field peas 
mixed with grain and seeds, sold as pigeon or poultry feed, less 
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than carloads, Chilton, Wis., to points in official and southen 
classification territories, proposed to be found not unreasonab, 


Newsprint Paper 


No. 26740, Inland Empire Paper Co. vs. Great Northern » 
al. By Examiner George Esch. Rates, newsprint paper, yj 
wood, Wash., to destinations in transcontinental groups DE 

_E-1, F, G, H, I, and J, to El Paso, Tex., and points in New Mg, 
ico and Arizona, proposed to be found unreasonable as to part 
the destination territory, and as to part of the destination te. 
ritory unduly prejudicial to complainant and unduly prefere). 
tial of complainant’s competitors located in Oregon and Was}. 
ington and in British Columbia, Canada. The examiner sgij 
the Commission should find that from Millwood, from the Por. 
land and Seattle groups, and from the international boundary 
South of British Columbia to the Texas-Oklahoma group th 
maximum rate should be 100 cents and the minimum rate 4 
cents; from Millwood and from the Portland group to the Ney 
Mexico group the maximum should be 95 and the minimum 7% 
cents; that from Millwood and from the Portland group to th 
Arizona group the maximum should be 85 cents and the mini. 
mum 70 cents; that from Millwood and Portland group to th 
Colorado-Wyoming group the maximum should be 80 cents ani 
the minimum 65 cents; that from Millwood and from the Port. 
land group to the Kansas-Nebraska group the maximum shoulj 
be 90 cents and the minimum 75 cents; that from Millwooj 
to the Dakota group the maximum should be 80 cents and the 
minimum 70 cents; that from the Portland and Seattle group; 
and from the international boundary maximum minimum rate 
to the Dakota group should be 5 cents over the corresponding 
rates from Millwood; that from the Seattle group and from the 
international boundary to the New Mexico, Arizona, Colorado. 
Wyoming, and Kansas-Nebraska groups the maximum minimum 
rates should be 5 cents over the corresponding rates from Mill 
wood. The examiner said that the Commission should further 
find that in the application of the rates herein proposed if a 
change were made by the carriers in the rates from or to one 
group a similar change, figured on a percentage basis, should 
be made from or to the other groups. 


Wheat 


No. 25403, Washburn Crosby Co. vs. C. B. & Q. et al. By 
Examiner R. L. Shanfelt. On further hearing the examiner said 
the applicable and reasonable rates should be determined, prior 
to July 1, 1935, on many carloads, wheat from points in Kansas, 
Nebraska and Colorado, to Kansas City, there milled and the 
products shipped to points in Missouri, Iowa and [linois, as fol 
lows: That in those instances in which the so-called wheat 
rates were applicable on bran, shorts, and middlings when billed 
as such the wheat rates were unreasonable to the extent they 
exceeded the corn rates paid on those shipments; that the rates 
applicable on the shipments described in this report as wheat 
mixed feed and commercial mixed feed were the so-called wheat 
and corn rates herein stated to have been applicable on braz, 
shorts, and middlings when billed as such; and that on those 
shipments of wheat mixed feed and commertial mixed feed on 
which the wheat rates have been found to have been applic 
able such rates were unreasonable to the extent that they ex 
ceeded the corn rates paid on those shipments. Examiner 
Shanafelt said the defendants should be authorized to waive 
collection of the outstanding undercharges and that the com- 
plaint should be dismissed. Adoption of these recommenda 
tions, the examiner said, would in part reverse the findings in 
the original report, 206 I. C. C. 649. Issues of unjust discrimina- 
tion and rates for the future were not considered in this further 
report. 





Grain 


No. 26972, Marshfield Milling Co., Inc., vs. C. & N. W. et al. 
and No. 27001, New Richmond Roller Mills Co. vs. M. St. P. & 
Ss. S. M. By Examiner T. Leo Haden. Dismissal proposed. 
Rates, many carloads, grain, points in Iowa, Minnesota, North 
Dakota and South Dakota, milled at Minneapolis, or St. Paul, 
Minn., and reshipped therefrom to either Marshfield or New 
Richmond, Wis., there accorded transit and reshipped to various 


destinations in Wisconsin, proposed to be found not unreason- | 


able, inapplicable or in violation of section 4. Haden found 
that a number of the shipments were barred when the com: 
plaints were received April 8 and 11, 1935. But, he said, many 
shipments were not barred. Most of them, he said, consisted of 
wheat that originated chiefly at points west of Minneapolis 2 
Iowa, Minnesota, North Dakota and South Dakota, which moved 
to Minneapolis, were there milled, and the products purchased 
by either one or the other of complainants at prices f. 0. D. 
Minneapolis and without reference to or consideration of the 
prior inbound transportation of the wheat. They were for 
warded over the Soo Line to the places of business of the 
purchaser, where they were accorded transit and reshipped 1 
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moints beyond. Generally speaking, he said, the rates were 
SOnab|: im, 


ombinations of separately established factors to and from Min- 
meapolis. The question was as to the meaning of transit pro- 
visions in the tariff as bearing on the applicability of the rates. 


Terre Cotta 


No. 26928, Atlantic Terra Cotta Co. vs. C. & I. M. et al. By 
Examiner L. J. P. Fichthorn. Rate, $1.01, a combination, terra 
cotta, carloads, Perth Amboy, N. J., to Wichita, Kan., on ship- 
ments between September 12 and 27, 1929, proposed to be found 
unreasonable to the extent it exceeded 84 cents. Reparation 


proposed. 
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woh. No. 26934, Northern Supply Co. vs. M. St. P. & S. S. M. By 
ou om Examiner L. H. Dishman. Dismissal proposed. Rates charged, 
naa shipments in 1930 and later years, except between August 1, 


1931, and February 19, 1932, points in Iowa, Minnesota, and the 


ne Nes Dakotas, milled in transit at Minneapolis, Minn., and the prod- 


a the uct forwarded to Amery, Wis., where a part of it was again 
* satel accorded transit and later forwarded to points in Michigan, 
to the Minnesota and Wisconsin, proposed to be found not inapplicable 
nts poe and not shown to have been unreasonable. 
le Port. 
hou! = EXPLOSIVE RELIEF LIBERALIZED 
ind the On a complaint of the Coastwise Conference Steamer Lines 
Sroups that rail rates on exposives from San Francisco Bay points to 
n rates points on the Columbia River and Puget Sound were not in 
onding conformity with fourth section orders, Examiner Myron Witters, 
om the in fourth section application No. 13457, Pacific coast fourth sec- 
lorado- tion applications and the applications joined with it, has recom- 
nimun mended that the Commission make changes in the relief, which, 
n Mill. if approved, apparently will make it possible for the railroads 
‘urther more effectively than now to compete with the steamer lines. 
d ifa His recommendations are made on a reopening brought about by 
to one the complaint of the steamer conference. The report embraces 
should the fourth section applications enumerated in the footnote on 
the first page of a report on further hearing, 165 I. C. C. 373. 
In addition it embraces applications Nos. 14404, 14536 and 14631. 
These proceedings were reopened for further hearing on 
l. By the question of: The extent of relief which was proper in con- 
r said nection with the rates on explosives; and what minimum weights, 
prior or other similar provisions should be observed generally in con- 
ansas, nection with rates maintained under authority contained in out- 
d the standing orders in these proceedings. 
iS fol- A petition to modify fourth section order No. 10425 was also 
wheat considered in this report. 
billed In general, according to the report, the previous reports 
they and orders in these proceedings had authorized the rail carriers 
rates to establish class and commodity rates between California ports 
vheat and inland points beyond, on the one hand, and Washington and 
vheat Oregon ports and inland points beyond, on the other, and between 
bran, northern and southern California ports, lower than at inter- 
hose mediate points, subject to conditions. 
d on One condition was that the port-to-port first class rail rates 
»plic- should not be less than 15 cents over the first class rates on 
y ex the standard steamer line publishing the lowest class rates. 
are Exploisives, the commodity that caused the complaint, are 
alve rated first class and the applicable differential, therefore, is 15 
com- cents over the steamer rate. Minimum differentials over the 
“7 steamer line rates were also prescribed. 
rn Another condition imposed was that the commodity rail rates 
ther should not be lower than to yield, based on the lowest minimum 
carload weight of any carload, minimum carload revenue of 6 
mills a ton-mile where the carload minimum weight was 40,000 
pounds, and 12 cents a car-mile where the minimum was under 
al. 40,000 pounds. The last mentioned condition was changed, 
 & December 15, 1932, in 190 I. CG. C. 273, so that it read that the 
sed. commodity rail rates should be no lower than fo yield, based on 
rth the lowest minimum weight of any carload, minimum carload 
zl, revenue of 6 mills a ton-mile where the carload minimum weight 
ew was 40,000 pounds or over; 12 cents a car-mile where the car- 
ous load minimum was under 40,000 pounds and over 24,000 pounds: 
on- 11 cents a car-mile where the minimum was 24,000 pounds and 
ind over 15,000; and 10 cents a car-mile where the minimum was 
m- 15,000 pounds and under. 
ny In 1931, when the railroads published water-competitive 
of fourth section relief rates, the report said the water carriers did 
in not provide any minimum weights, but did impose a minimum 
ed charge. Later the steamer lines established a minimum of 75,000 
ed Pounds, which was, Examiner Witters said, an impossible mini- 
d. mum for the rail carriers. It was made admittedly, he said, a 
he charge to compensate for a special movement of a vessel to a 
rr: powder anchorage. That, he said, was a special disability of the 
he water lines. Nevertheless fourth section relief rates, said he, 
to should be no lower than necessary to meet the competition, since 


water competition was the sole ground for the relief. 
These steamer minima, impossible for railroad cars, created 
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a situation with which the railroads proposed to deal, when 
these proceedings were reopened, by either one of two methods 
as follows: 


(a) To publish rates equivalent to the water lines’ rates, plus 
the prescribed differentials, but subject to minimum weights which 
correspond to normal freight car loadings; such rates and minima 
to be adjusted so as to return not less than 12 cents per car-mile. 

(b) To publish rates equivalent to the water lines’ rates, plus 
the differentials, with the same minima weights, with a rule that 
more than one car may be furnished to carry the shipment. 


Both of these methods, Examiner Witters said, would re- 
quire a lowering of the present earning requirements, some- 
thing which he said the record did not warrant, Instead, he said, 
the Commission should find that in instances where the car- 
load minima of the water lines exceeded the maximum loading in 
ordinary freight cars, the applicants might maintain, in connec- 
tion with the relief rates heretofore authorized, minima which 
were less than those of the competitive water lines, but equal to 
maximum safe loading of the equipment. 

As to modification of fourth section order No. 10425, the ex- 
aminer said it should be modified so as to enable the Southern 
Pacific and the Portland Electric Power Co. to apply the fourth 
section relief rates heretofore authorized between California 
ports and inland points beyond, on the one hand, and Oregon 
City, Ore., on the other, over their joint route through Portland, 
Ore., using the distance over the operating routes of the South- 
ern Pacific in making the rates. Examiner Witters said there 
was no reason why the S, P.-Pepco route, the second shortest 
between the points mentioned, should not be permitted to par- 
ticipate in the available traffic. 


SINKING FUND ISSUE 


Inasmuch as there was no present proposal to sell any of 
the bonds, the Commission, division 4, in Finance No. 10778, 
Virginian Railway Co. bonds, said it was not disposed to re- 
quire that a sinking fund for their retirement be provided, as 
to an issue of $3,710,000 of first mortgage 50-year 4.5 per cent 
gold bonds, series B, in reimbursement of its treasury for 
capital expenditures heretofore made. The company applied 
for authority to procure the authentication and delivery of 
the bonds in question, which is granted in this report. 

“But we are of the opinion,” added the Commission, “that 
should the applicant subsequently propose to sell any of these 
bonds, appropriate provision for a sinking fund should be 
made.” 

The question of a sinking fund for them was raised in a 
letter written by Director Sweet, of the Commission’s Bureau 
of Fnance, to W. H. T. Loyall, general solicitor of the Virginian. 
(See Traffic World, November 23, p. 900.) In that letter Mr. 
Sweet told Mr. Loyall the Bureau of Finance did not see its way 
clear to recommend approval of the authentication and delivery 
of the proposed issue unless provision was made for a sinking 
fund out of net income sufficient to retire the issue at or be- 
fore maturity. 

In this report the Commission said that its views as to 
requiring railway companies to retire part of their funded debt 
through the establishment of sinking funds were set forth in 
its forty-seventh annual report, p. 25. It said that the Virginian 
did not propose to establish at this time, a sinking fund for 
the first mortgage bonds now outstanding or for the series B 
bonds embraced in this application. It set forth the reasons 
given by the company for not establishing a sinking fund, such 
as were given by Mr. Loyall in his letter to Mr. Sweet, to- 
gether with the declaration that the company did not propose 
to sell any of the bonds at this time, but merely to hold them 
in its treasury, as authorized under the terms of the mortgage 
by authority of which it was proposed to have the bonds au- 
thenticated and delivered. 

On that statement of fact the Commission based its con- 
clusion not to require the establishment of a sinking fund and 
stated its opinion that in the event the applicant proposed to 
sell any of the bonds provision should be made for such a 
fund. 


c. S. S. & S. B. TRUSTEES 


Finance No. 10165. Trustees of the Chicago, South Shore 
& South Bend Railway ask the Commission to ratify salaries 
provided for them by the federal court in which reorganization 
proceedings are pending as follows: Charles J. Jackson to re- 
ceive $500 a month as salary from November 1, 1935, and neces- 
sary expenses; John N. Shannahan to serve without compen- 
sation and not to receive any compensation as officer of the 
company but to receive necessary expenses. Mr. Shannahan is 
an officer of a holding company which has a large interest in 
the Chicago South Shore & South Bend. The trustees also 
ask for the ratification of J. C. Lawyer as legal counsel for them 
at a compensation of $600 a month from November 1, 1935, to- 
gether with expenses necessary to his office. 
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M. P. REORGANIZATION 


Notwithstanding the enactment by Congress of legislation 
adding to the prospective cost of operation of railroad companies 
the Missouri Pacific and its subsidiaries now asking in Finance 
No. 9918 for reorganization under section 77 of the bankruptcy 
act are so well satisfied with the plan of reorganization pre- 
sented July 31, 1935, that they have renewed their request that a 
hearing on the plan be set at an early date. The request is 
made in a letter written by William Wyer, secretary and treas- 
urer, to Oliver E. Sweet, director of the Commission’s Bureau of 
Finance. Mr. Wyer wrote his letter in answer to one by Mr. 
Sweet inquiring as to the opinion of the Missouri Pacific, the 
New Orleans, Texas & Mexico and the International-Great 
Northern, as to the present practicability of their plan of 
reorganization. 

While this plan was predicated on the earnings of 1932, 
1933 and 1934, Mr. Wyer said, the fixed charges provided by 
the plan were intentionally made substantially less than the 
average earnings in the three years, in part for the very pur- 
pose, as Mr. Wyer said, to meet fluctuations in earnings. These 
average earnings, after elimination of unearned items, Mr. 
Wyer said, amounted to $10,734,208, while the fixed charges under 
the plan would be $7,503,831, or a margin of $3,230,377. 

Assuming that the railroad pension and social security acts 
would be held valid Mr. Wyer said the annual cost to the new 
system for pensions had been estimated at $1,676,756, and that 
of the social security act at $1,452,312 in 1938 and thereafter, 
making a total of the figures for 1938 and annually thereafter, 
$3,129,068. He pointed out, however, that the present cost of 
the pension system, approximately $800,000 in 1935, undoubtedly 
would be eliminated. 

“In addition to these circumstances,’ said Mr. Wyer, “we 
have the uncertainty of the constitutionality of this legislation 
and the fact that the present rates imposed by the railroad 
retirement act expire by the terms of the act on February 28, 
1937.” 


Mr. Wyer expressed the belief that the bituminous coal con- 
servation act already in the process of litigation in any event 
would have a small effect. He said it was the belief of the 
debtor companies that their net income for 1935, after taking 
into consideration circumstances later mentioned by him would 
amply cover the fixed charges proposed in the plan of reorganiza- 
tion. One of the circumstances he mentioned was that the 
trustees were making unusually large expenditures for main- 
tenance compared both with previous years and with the main- 
tenance expenditures of other railroads in the same territory. 
That, he said, was made possible by the diversion of monies 
which otherwise would be earned as interest on the companies’ 
bonds. He pointed out that in 1935 the Missouri Pacific ratio of 
maintenance of way expenditures was 15.32 per cent while the 
maintenance of way ratio of other roads in the territory was 
only 12.26 per cent. The maintenance of equipment ratio on the 
Missouri Pacific System was 21.43 per cent. he said, and other 
roads in the same territory 22.18 per cent. The result of recent 
maintenance policies, he said, would be that when the reorgan- 
ization became effective, and probably much sooner than that, 
the physical condition of the Missouri Pacific, both as to way 
and structures and equipment, would be better than at any time 
in its history. 

“It would be strange, to say the least,” said Mr. Wyer, “if 
such a public spirited effort on the part of the trustees to put 
the property in perfect physical condition in anticipation of its 
financial reorganization should be allowed to be cause for delay- 
ing the very reorganization which the trustees are anticipating.” 

For the reasons set forth, Mr. Wyer said, the debtor com- 
panies were strongly of the opinion that their plan was entirely 
practicable and that the 1935 earnings, rather than indicating 
the present impracticability of the debtors’ plan, merely indi- 
cated the great urgency of a speedy reorganization. 


Herbert Firtzpatrick, vice-president, law and corporate rela- 
tions, in a letter to Director Sweet commented on letters sent 
to the Commission by John W. Stedman and R. E. Page, chair- 
man, respectively. of two protective committees for securities 
involved in the Missouri Pacific reorganization. He said he had 
also seen the copy of another letter of similar tenor written by 
Edward C. Delafield, chairman of a third committee. These 
letters urged the Commission to hold prima facie imvracticable 
the plan for the reorganization of the Missouri Pacific filed by 
the Missouri Pacific. Mr. Fitzpatrick pointed out the letters 
requested no hearing on the question of prima facie practicabilitv. 
and the law provided for none. It was accordingly plain. said 
Mr. Fitzvatrick, that the Commission was being asked to deter- 
mine this question without a hearing, on the basis of the repre- 
sentation made by the authors of letters or the memoranda 
accompanying the letters. 

These communications, Mr. Fitzpatrick said, embodied seri- 
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ously erroneous conceptions of both fact and law. He saiq he 
should not here discuss them, for he thought it clear that the lay 
did not contemplate the presentation by or on behalf of securj, 
holders, at this stage of proceedings, of such matters as Were 
thus attempted to be laid before the Commission. The matte, 
presented by the letters, he said, would be controverted by t, 
debtors as to both fact and law. It was apparent, according) 
he said, that the objections to the plan thus raised could hy 
passed on only after a hearing. In other words, if these Objec. 
tions should now be considered, he said, it would be neceggap, 
to hold a hearing for which the law did not provide. ; 


FINANCE APPLICATIONS 


Finance No. 7972. Supplemental application of Erie Railroad ¢ 
for order extending beyond December 31, 1935, time within whi« 
$5,431,000 of its first consolidated mortgage general lien 4 per coy; 
gold bonds may be pledged as security for short term notes. 3 

_Finance No, 11024. Chicago, St. Paul, Minneapolis & Oma, 
Railway Co. asks authority to abandon that part of its Hanniba| 
branch extending from Hannibal to Hughey, Wis., a distance , 
about 4.17 miles. The applicant said the cost of maintaining t, 
line and the expenditures required therefor were not justified by the 
revenue reasonably to be expected from continued operation there 

Finance No. 11023. West Shore Railroad Co. and the New Yor 
Central Railroad Co. ask permission for the West Shore to abandon 
and the New York Central to abandon operation thereof, the southerly 
portion of the Chenango branch, from Cazenovia to Earlville, N, y. 
23 miles. Passenger service was discontinued in June, 1933. Freigh; 
operations consist of one local freight train in turn-around servic 
daily except Sundays, according to the application. Applicants saij 
the abandonment would not cause serious inconvenience to the pub. 
lic as the territory was adequately served by improved highways anj 
the communities on the line were within reasonable trucking distance: 
from other railroad stations. 

Finance No. 7701. Kentucky & Indiana Terminal Railroad ( 
asks continuation of Commission’s supplemental order No. 1, of June 
2, 1934, to June 30, 1937, in which to pledge or repledge all or any 
part of $511,000 of first mortgage 4% per cent gold bonds as collateral 
security for short term notes. 

Finance No. 10192, supplemental. Maine Central Railroad (o, 
asks Commission to reopen this case so as to modify the original 
orders therein with respect to Maine Central-Portland & Rumford 
Falls Railroad, 6 per cent collateral trust bonds of $1,000,000; Maine 
Central-Portland & Rumford Falls 6 per cent collateral trust bonds 
of $2,000,000, both issues dated January 1, 1934, and due January |, 
1959. These changes pertain to the plan of refinancing the Maine 
Central with respect to the first and refunding mortgage bonds 
amounting to $20,000,000, which become due December 1, 1935. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 10993, Georgia Northern Railway 
Company Bonds, granting authority (1) to issue not exceeding $356,- 
000 of first-mortgage 6 per cent bonds, to be sold or otherwise dis- 
posed of at par in connection with the retirement at maturity on 
December 1, 1935, of a like amount of first mortgage 6 per cent 
gold bonds; and (2) to procure the authentication and delivery of 
not exceeding $94,000 of first mortgage 6 per cent bonds to be held 
subjeet to further order of the Commission, approved. 

Report, certificate, and ordred in F. D. No. 10952, Blissfield Rail- 
road Company Acquisition, F. D. No. 10959, Blissfield Railroad Con- 
pany Stock, F. D. No. 10960, Blissfield Railroad Company Control, 
authorizing the Blissfield Railroad Company to acquire and operate 
a line of railroad in Lenawee county, Mich., (2) granting authority 
to the Blissfield R. R. Co. to issue 345 shares of common capital 
stock of the par value of $100 a share, to be delivered to the Joseph 
Schonthal Co. in payment for certain railroad property, (3) author- 
izing and approving acquistion by the Joseph Schonthal C'o. of con- 
trol | the Blissfield R. R. Co. by ownership’ of capital stock, ap- 
proved. 

Report and order in F. D. No. 10938, Laramie, North Park & 
Western Railroad Company Control, authorizing acquisition by_ the 
Union Pacific R. R. Co. of control of the Laramie, North Park & 
Western R. R. Co., by purchase of stock, approved. 

Rport and order in F. D. 10778, Virginian Ry. Co. Bonds, grant- 
ing authority to procure the authentication and delivery of not ex- 
ceeding $3,710,000 of first mortgage 50-year 41% per cent gold bonds, 
series B, in reimbursement for capital expenditures heretofore made, 
approved. 

Report and certificate in F. D. No. 10981, Chicago, Rock Island 
& Pacific Railway Company Trustees Abandonment, permitting the 
trustees of the Chicago, Rock Island & Pacific Railway Company 
to abandon part of a branch line of railroad in Grundy County, II, 
approved. 

Report and certificate in F. D. No. 10944, Canton & Carthage 
Railroad Company Abandonment of Operation, permitting the Canton 
& Carthage Railroad Company to abandon operation, under trackage 
rights, over a line of railroad in Leake and Neshoba Counties, Miss., 
approved. : 

Report and certificate in F. D. No. 10968, New York, Ontario & 
Western Railway Company Operation, authorizing the New York, 
Ontario & Western Railway Company to operate, under trackage 
rights, over a branch line of the Delaware, Lackawanna & Westerl 
Railroad Company, in Lackawanna and Luzerne Counties, Pa. 
approved. 

Report and certificate in F. D. No. 10978, Chicago & Northwestern 
Ry. Co. abandonment, permitting the Chicago & North Western Ry. 
Co. and its trustee to abandon a branch line of railroad in Iron 
County, Mich., approved. 


Cc. G. W. REORGANIZATION 


Luther M. Walter in a supplement to his petition for ratif- 
cation as trustee in Finance No. 10772, reorganization of the 
Chicago Great Western, listed railroad securities owned by him 
as stock in the Baltimore & Ohio and bonds in the following: 
Baltimore & Ohio, Chicago, Rock Island & Pacific, Great North: 
ern, and Seaboard Air Line. His appointment has been ratified 
(see Traffic World, Nov. 23, p. 893). 
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November 30, 1935 


D. & R. G. W. REORGANIZATION 


Henry Swan and Wilson McCarthy, in Finance No. 11002, 
Denver & Rio Grande Western Railroad Co. reorganization, 
have asked the Commission to ratify their appointments, made 
by the federal court, to be trustees of the railroad mentioned. 

Mr. Swan, whose present active occupation is given as that 
of vice-president of the United States National Bank of Denver, 
Colo, was born in Denver in 1883, and is a graduate of Prince- 
ton, Before becoming interested in banking in 1920, he was 
interested in engineering and contracting. He is an officer and 
director in a number of Denver companies, including one bank 
in liquidation; also the holder of stocks and bonds of many 
companies. He says he intends making his trusteeship of the 
Denver & Rio Grande Western his principal occupation while 
he is a trustee but also intends to continue his duties in other 
companies so far as they are compatible with the performance 
of his duties as trustee. Mr. Swan said he had no financial 
obligations in excess of $4,000 except he had debit balances 
represented as book entries on the books of the Hyden Co. 
and Royalton Co., family holding corporations in excess of 
$4,000 each. He said neither these corporations nor another 
family holding company, Holsted Investment Co., owed any 
money. He said no parties appeared in court in opposition to 
his appointment. 

Mr. McCarthy, born at American Fork, Utah, July 24, 1884, 
is a graduate of the law school of Columbia University, class of 
1913. In addition to holding public offices in Utah he said he 
was appointed director of the RFC in January, 1932, when he 
moved to Washington, D. C. He resigned that directorship in 
September, 1933, when he went to Oakland, Calif., to practice 
law. In December, 1934, he was elected president of the Denver 
& Salt Lake Railway Co. with offices at Denver, where he has 
since been living. 

Mr. McCarthy said his only present occupation was that 
of president of the Denver & Salt Lake Railway Co. and that 
he intended to devote all his time to the offices of trustee of 
the Denver & Rio Grande Western and the presidency of the 
Denver & Salt Lake. 

The Denver & Rio Grande Western, Mr. McCarthy said, 
was the equity owner of 49,540 shares of the outstanding 50,000 
shares of the capital stock of the Salt Lake Company which 
was pledged, either directly or indirectly, to RFC to secure 
notes of the Denver & Rio Grande Western or. its other sub- 
sidiary, the Denver & Salt Lake Western Railroad Co., held 
by the RFC. 

Mr. McCarthy said he was director of the Mountain States 
Telephone & Telegraph Co., and director of the Pacific Coast 
Joint Stock Land Bank, of Salt Lake City, neither of which, 
he said, had any relations, connections or affiliations with the 
debtor or any of its affiliated interests. His only railroad inter- 
est consists of bonds of the Chesapeake & Ohio and the Denver 
& Salt Lake Railway Co. No person, he said, appeared in court 
in opposition to his appointment as trustee. 





LOANS TO RAILROADS 


In Finance No. 10273, the Illinois Central Railroad Co. has 
asked the Commission to approve a revised schedule of proposed 
expenditures wherein the total amount to be applied to main- 
tenance and/or improvements of its property and acquisition of 
new equipment is increased from $12,000,000 to $15,000,000, the 
additional $3,000,000 having been approved by the PWA. The 
applicant proposes to make general repairs to 141 locomotives 
and tenders, to overhaul and repair 56 passenger cars, to air- 
condition 52 cars, and to overhaul and repair 1,297 box cars (see 
Traffic World, Nov. 23, p. 894). 

In a supplemental report in Finance No. 9450, Illinois Cen- 
tral Railroad Co. reconstruction loan, the Commission, by divi- 
sion 4, has approved extension for two years of loans made 
by the RFC to the Illinois Central, maturing in the amount 
of $7,778,000 December 7, 1935. In approving extension of the 
loans, as required by law, the Commission found that the ap- 
plicant was not in need of financial reorganization in the public 
interest at this time. The report also embraces Finance No. 
10666, Illinois Central Railroad Co. reconstruction loan. 

The applicant has other loans from the RFC as follows: 
$2,483,333, due May 11, 1936; and $7,494,000, due June 18, 1937. 

The report said the applicant estimated there would be 
added to the operating expenses for 1936 of the Illinois Central 
System a net amount of $1,648,000 under the provisions of the 
social security act and railroad retirement act. Additional ex- 
Penditures on this account in 1937 are estimated by the appli- 
cant at $2,549,000 and for 1938, $3,039,000. 

The applicant asked that the loans of $7,778,000 be extended 
for five years but the Commission said it was of the view that 
en for a longer period than two years was not justi- 
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Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1935, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(District Court of Appeals, Second District, Division 2, Cali- 
fornia.) Superior court was not empowered to review or annul 
order of railroad commission awarding refund of freight charges 
found to be in excess of reasonable rates, since commission’s 
order in reparation case is reviewable only by Supreme Court 
(St. 1915, p. 164, Sec. 71 (a, b), as amended by St. 1931, p. 1687). 
(Carter vs. Southern Pacific Co., 49 Pac. Rep. (2d) 1132.) 





(Court of Civil Appeals of Texas. Austin.) Where tempo- 
rary certificate of convenience and necessity to operate trucks 
over designated route was amended by subordinate employe of 
Railroad Commission upon owner’s application to include addi- 
tional service point, commission could not contend amendment 
was unauthorized, where commission by issuing permanent cer- 
tificate ratified allegedly unauthorized amendment (Acts 1929, 
c, 314, Secs. 4, 5, 10). (Railroad Commission of Texas vs. 
Universal Transport & D. Co., 86 S. W. Rep. (2d) 250.) 

Where certificate of convenience and necessity to operate 
trucks over designated route was amended by subordinate em- 
ploye of Railroad Commission to permit service of additional 
city and commission approved amendment, commission could 
be enjoined from interfering with right of owner of certificate 
to serve city, as against contention that amendment was un- 
authorized, and had not been ratified (Acts 1929, c. 314, Secs. 
4, 5, 10).—Ibid. 

Right of owner of certificate of convenience and necessity 
to operate trucks over designated highways is permissive only 
and is subject to regulation of Railroad Commission in public 
interests (Acts 1929, c. 314, Secs. 4, 5, 10).—Ibid. 

Where certificate of convenience and necessity to operate 
trucks between San Antonio and Corpus Christi did not author- 
ize service of intermediate points between cities, Railroad Com- 
mission could deny owner of certificate privilege of serving 
such intermediate points (Acts 1929, c. 314, Secs. 4, 5, 10).— 
Ibid. 


Railroad Commission has power to limit operations of holder 
of certificate of convenience and necessity over highways if 
public interests require it, regardless of rights granted by 
original certificate (Acts 1929, c. 314, Secs. 4, 5, 10).—Ibid. 

Where Railroad Commission was enjoined from interfering 
with right of holder of certificate of convenience and necessity 
to serve city in accordance with certificate, injunction was not 
to be construed as vesting in holder permanent right to serve 
city or as denying to commission right to iimit, restrict, or for- 
bid use of highways of state by holder of certificate if public 
welfare might thereafter require additional regulation (Acts 1929, 
c. 314, Secs. 4, 5, 10).—Ibid. 


COAL RATE ORDER UPHELD 


The Supreme Court of the United States, November 25, in 
a “per curiam” opinion, in No. 549, The Chesapeake & Ohio 
Railway Co. et al., appellants, vs. The United States of America 
et al., and No. 550, The United States of America et al., appel- 
lants, vs. The Chesapeake & Ohio Railway Co. et al., affirmed 
a decision of the federal court for the southern district of West 
Virginia dismissing a suit to restrain enforcement of an order 
of the Commission of February 7, 1935, relating to rates on coal 
from mines in Kentucky and Virginia and requiring removal of 
undue prejudice, 201 I. C. C. 165; 206 I. C. C. 445. 

The court said the lower court dismissed the bill but issued 
a restraining order staying enforcement of the Commission’s 
order pending appeal to it. 

“The railway company and intervening shippers,” said the 
Supreme Court, “appeal from so much of the decree as denied 
the injunction and dismissed the bill of complaint, and the 
United States, the Interstate Commerce Commission, and others, 
appeal from that part of the decree which stayed the enforce- 
ment of the Commission’s order. 

“This court, upon an examination of the record, agrees with 
the conclusion of the district court that the order in question 
was sustained by findings of the Commission acting within its 
statutory authority and that these findings were adequately 
supported by evidence. The decree denying injunction and dis- 
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missing the bill of complaint is affirmed. Texas & New Orleans 
Railroad Co. vs. United States, 295 U. S. 395. 

“This disposition of the case makes it unnecessary to pass 
upon that portion of the decree which stayed the enforcement 
of the Commission’s order. See Virgininan Railway Co. vs. 
United States, 272 U. S. 658.” 

The order in issue was entered in No. 26080, Northeast 
Kentucky Coa] Bureau vs. C. & O., and required the C. & O. to 
establish rates on bituminous coal from mines in northeastern 
Kentucky to Catlettsburg, Ky., for interstate movement beyond 
by river or for interstate rail movement in connection with such 
river traffic which should not exceed the corresponding concur- 
rent rates maintained by it from mines in the Logan, W. Va., 
coal fields via Huntington, W. Va., to the same destinations. 
(See Traffic World, Nov. 2, p. 760.) 


PACKING HOUSE PRODUCTS 


Indications that the perennial quarre] between interior Iowa 
and southern Minnesota packers, on the one hand, and packers 
located on the Missouri River and on and east of the Missis- 
sippi River, on the other hand, is as far as ever from solution 
were apparent at the hearing in I. and S. 4142, packing house 
products from Iowa to the east, held before Examiner Trezise 
in Chicago, beginning November 25. Coupled with the I. and S. 
case for hearing were No. 25143, Swift and Company et al. vs. 
New York Central et al., on rehearing, 27970, same vs. same, 
and 27161, Swift and Company et al. vs. A. C. & H. et al. Be- 
cause the issues in the last mentioned case differed consider- 
ably from the main issues in the first three, it was decided to 
hear it separately after the first three had been disposed of. 
Hearing in the first three lasted until late November 27. By 
agreement among the parties hearing in 27161 was, therefore, 
postponed. 

In a decision in I. and S. 3715 and No. 25143 in March of 
this year (206 I. C. C., 449) the Commission said that increases 
proposed in the eastbound rates on packing house products 
from interior Iowa and southern Minnesota had not been justi- 
fied. It admitted that prejudice existed but did not indicate 
what rate differences should be maintained as between those 
producing points and the Missouri River producing points in 
order to remove prejudice. It asked for joint proposals from 
the parties as to how that prejudice might be removed and said 
that it was possible that the new fifth class rate scale might 
clear up the difficulty. 

Schedules under suspension in the case under hearing had 
attempted to narrow the spreads by applying the new fifth 
class scale to the Missouri River rates. That scale was 35 per 
cent of the first class, as contrasted with 37% per cent pretty 
generally applied at preent. 

At the hearing witnesses for interior Iowa and southern 
Minnesota packers objected strenuously to this proposal. They 
said it was not a joint proposal since they had not been con- 
sulted. The effect of the proposed rates, they said, would be to 
narrow the spread in the rates so as practically to nullify the 
distance advantage of their plants over those on the Missouri 
River. The point, they added, was not the relation of the rates 
to fifth class, but the relation of one set of rates to the other. 
Fifth class, they said, was far from a standard basis for pack- 
ing house products, citing many instances where those rates 
had no relation to fifth class. They contrasted the spread in 
their favor which would result from the application of the 
proposed rates with much wider spreads proportional to dis- 
tance in the rates at eastern destination points. Aside from 
anything the Commission may have said, they contended, it was 
the responsibility of the railroads to justify the measure of the 
proposed rates individually. 

Railroad witnesses took the position that, since they had, 
in effect, merely accepted the suggestion of the Commission 
in filing the proposed rates they need add little or nothing 
in justification of them. They said they had felt all along that 
a rate scale on the basis of 37% per cent of first class uniformly 
applied would be fair, but that they had accepted the 35 per 
cent basis as the best they could get. The major part of their 
justification, they said, was the Commission’s earlier decision. 





COMMISSION ORDERS 


No, 27041, S. Schapiro & Sons, Inc., vs. B. & O. et al. Frankel 
Bros. & Co. and J. Cohen & Son Co., Inc., permitted to intervene. 

No. 26852, Abbotts Dairies, Inc., vs. M. St. P. & S. S. M. et al. 
Complaint amended by making Charles P. Megan, trustee of Chicago 
& North Western, an additional party defendant. 

Finance No. 7132, Colorado & Southern abandonment. Petition of 
the state of Colorado, the Public Utilities Commission of the state of 
Colorado et al., for a continuance of the further hearing now assigned 
for November 26, 1935, denied. 

No. 26542, International Paper Sales Co., Inc., vs. Georgia Rail- 
road & Banking Co. et al. Order of May 16, 1935, as subsequently 
modified, further modified to ‘become effective on January 28, 1936, 
on not less than 30 days’ notice instead of December 28, 1935, 
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No. 27048, Lehigh Valley Coal Sales Co. vs. Lehigh Valley et , 
Robert Gair Co., permitted to intervene. 7 

Finance No. 10564, Jamestown, Westfield & Northwestern ama). 
donment and Finance No. 10574, Erie Railroad acquisition. Proceej, 
ings assigned for further hearing at a time and place to be fixg 
solely upon the questions raised by the petition of the J. W. & Nj 
for an order granting unqualifiedly and without further conditig, 
the applications in Finance No. 10564 and Finance No. 10574, anj 
of the reply of the Manufacturers’ Association of Jamestown, N, y 
and the Chamber of Commerce of Jamestown, N. Y. ’ 
. Il. and S. No. 4146, commodities in mixed carloads from Ne, 
Jersey. Order of October 12, 1935, vacated and set aside and pp. 
ceeding discontinued. Due to respondents filing a tariff effectiy, 
November 18, 1935, canceling the schedules under suspension anj 
establishing amended provisions in lieu thereof. 

Valuation No. 1082, the Pullman Company. Proceeding ordera 
reopened and assigned for reargument before the Commission. 

No. 26724, Chappel Brothers, Inc., vs. A. T. & S. F. et al. Ppp. 
ceeding reopened for reconsideration. 


PETITIONS FOR REHEARING, ETC. 


No. 27209, Jones & Kavanagh Co., Ltd., vs. Southern Pacific 
et al. L. W. Baldwin and Guy A. Thompson, as trustees of the Mis. 
souri Pacific, have filed a motion to dismiss the complaint on the 
ground that it does not allege violation of any part of the interstat 
commerce act. The motion points out that a shipment of canta- 
loupes was alleged to have been accorded special service to arrive 
in Pittsburgh so that it was sold in a market at which another car 
was entitled to arrive before the car that was given the special sery- 
ice. The motion declared that no facts or allegations constituting a 
violation or alleged violation of the interstate commerce act on the 
part of the Missouri Pacific were set forth. 

Finance No. 9422, application of Union Pacific Railroad Co. for 
approval of its leasing of the properties of the Oregon Short Line, 
Oregon-Washington Railroad & Navigation Co., Los Angeles & Salt 
Lake and St. Joseph & Grand Island. Applicant asks for approval 
by the Commission of amendments in the form of lease submitted go 
as the order of the Commission entered on July 26, 1935, shall be 
applicable to the form of lease as so amended. 

No. 26512, Blackwood Coal & Coke Co. et al. vs. Interstate Rail- 
road Co. et al. Complainants ask for reconsideration by the entire 
Commission of its action of July 17, 1935, which denied complainants’ 
petition for reargument and reconsideration. 

No. 17274, Como Chemical Co. vs. Alton et al. 
for modification of the order of December 29, 1926. 


Defendants ask 


MAINE POTATO CASE 


The Supreme Court of the District of Columbia has dismissed 
the petition for a writ of mandamus in United States of Amer- 
ica, ex rel., Maine Potato Growers’ & Shippers’ Association, 
Phillips & Co., Inc., vs. Interstate Commerce Commission. The 
petitioners asked the court to compel the Commission to set 
aside its order of dismissal of docket Nos. 25511 and 25679, 
Maine Potato Growers’ & Shippers’ Association and Town of 
Searsport, Me., et al. vs. Bangor & Aroostook, to reopen the 
case for further hearing and disposition of the compliants in 
conformity with what they contended was the law. The com: 
plaints pertain to rates on potatoes to Searsport from points 
on the Bangor & Aroostook on traffic for beyond the port. 


ELKINS ACT CASE 


“The Commission has been informed that on November 22, 
1935, the grand jury for the southern district of Michigan, at 
Detroit, returned a six count indictment in which it was alleged 
that the Growers Marketing Company and Louis Horowitz, 
president, had violated section 1 of the Elkins act,” says Sec- 
retary McGinty. “The indictment charges that the Growers 
Marketing Company obtained concessions on six carloads of 
fruits and vegetables, in the total amount of the freight charges 
thereon, by refusal to pay them. The total amount of conces 
sion alleged in the six counts is approximately $2,700. Burt L. 
Smelker, attorney in the Commission’s Bureau of Inquiry, as- 
sisted in the presentation of the case.” 


SUSPENDED TARIFFS 


In I. and S. No. 4158, the Commission has suspended from 
November 25 until June 25, schedules in the Chicago, Rock Island 
& Pacific, I. C. C. No. C-12538, and Supplement No. 1 thereto. 
The suspended schedules propose to establish through rates on 
grain, grain products and related articles, in carloads, from 
points in Iowa, Minnesota, Missouri and South Dakota to desti- 
nations in Arkansas, made upon the lowest combination over 
any route and to be used for application via the Chicago, Rock 
Island & Pacific Railway direct, which would result in reduc- 








tions. The following is illustrative: 
Rates in cents per 100 pounds 
Present Proposed 
From Eldon, Iowa’ Via Kansas City Via St. Louis Via C. R.1 
& P. direct 
Mansfield, Ark..... in 16.5 16.5 
To Mansfield, Ark haat =. ay 
16 16.5 . 
st City, Ark. § in 5 16. 
To Forrest City, Ark lout 20.0 125 
36.5 29 29 
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Future of Transportation 


‘eneral Counsel for the Association of American Rail- 
roads Proposes Changes in Law to Enable Railroads 
to Meet Necessities of Business 


A plea that greater freedom than now permitted be allowed 
the railroads and that amendments to existing laws be enacted 
by Congress to make such freedom possible under private 
ownership and operation was made by R. V. Fletcher, general 
counsel of the Association of American Railroads, in an address 
November 26 before the second annual joint meeting of the 
Reading Traffic Club and the Reading Chamber of Commerce, 


at Reading, Pa. ' 
Informal conferences for adjustment of rate controversies 
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Pacific as a substitute for long drawn-out litigation; revision of the 
he Mis- Mi -onsolidation provisions of the interstate commerce act and 
conan antitrust laws to the end that consolidations and operating 
" canta. agreements between and among transportation agencies might 
4 arrive be worked out by management subject to the approval of the 
al soe Commission “unhampered by obsolete standards or statutes 
‘uting a designed to force competition at the expense of economy,” and 
on the [™ divorce of regulation of domestic commerce from that of foreign 
Co. for commerce were urged by the speaker. ; 
‘t Line, Mr. Fletcher, referring to Coordinator Eastman’s bill pro- 
& Salt viding for reorganization of the Commission and creation of 
at pe a permanent office of Coordinator, expressed agreement with 
hall be that part of the bill providing for appointment of a permanent 
chairman of the Commission by the President. He also urged 
= repeal of the long-and-short-haul clause of the fourth section 
inants’ of the interstate commerce act, repeal of the Panama Canal 
act to enable the railroads to engage in competitive transpor- 
te am tation on the waterways, repeal of the so-called labor clauses 
of the railroad emergency transportation act, which, he said, 
had been construed to cover joint arrangements in the interest 
of economy of the most usual type, and repeal of the law pre- 
nissed venting elimination of through routes embracing lines the 
Amer- inclusion of which was justified by no consideration of economy. 
ation, “In my opinion,” said he, “the rule against discrimination 


The has been pushed entirely beyond its original purpose and to 
an extent that ignores the most familiar laws of commercial 


0 set ‘0 
25679, fe growth. ; , as 
vn of In discussing the topic of the meeting, “The Future of 
2 the Transportation,’ Mr. Fletcher assumed that, in the United 
ts in States, “we will remain true to our democratic ideals,” and, 
com: on that assumption, “we must visualize our transportation 
Oints agencies as remaining under private ownership and control.’ 
Government Ownership 
“Such I believe to be the settled conviction and desire of 
the vast majority of the American people,” said he. “Those 
r 22, who gloomily assert the inevitability of government ownership 
1, at of railroads do so upon the theory that not otherwise can they 
eged perform the essential task of transportation. This belief is not 
witz, based upon anything that has happened, certainly in recent 
Sec- years. Railroad transportation has been entirely satisfactory, 
vers so far as service is concerned, and, in any event, highway and 
3 of waterway transport has been conveniently and jabundantly 
rges available.” 
Ces- In spite of adversity, said he, the railroads had speeded up 
t L both freight and passenger trains, had lowered their rates, had 
as- increased the wages of their employes, and had decreased their 
unit costs appreciably. Continuing, he said: 
_ _ It is said, however, that present performance can not continue 
indefinitely and that vast sums will be needed for new equipment 
’ incident to the transformation from antiquated methods to those 
"om essential to cope with modern conditions; and especially to absorb 
and the large and increasing volume of deferred maintenance. I am afraid 
oto, that I should add little to my reputation with you as a sensible man 
2 if I were to suggest that we wait and see just what will happen 
0 about these things. That would be the advice of the sluggard. But 
om I will venture to say that we all know how much useless anxiety we 
sti- endure from the prospect of things that never happen. For the past 
ver Six years, the credit of the railroads has been steadily declining, 
We are told. And yet, this has been a period of constant improve- 
ck ment in the character of our passenger service, brought about by 
ue- an air-conditioning and speed-accelerating program that is well nigh 
universal. Concededly, a moderate improvement in business, say to 
se 1908 level, when railroad revenues approximated five and a fourth 
-roenge dollars, would dispell the clouds. Even at the 1931 level of 
4 yi and a fifth billion dollars in revenue, the roads, in the light 
of recent operating experiences and economies, need no longer trem- 
a ble in the presence of the sheriff. 
pct It is said, however, that we can not confidently count on a return 


to 1930 or even 1931 conditions and that all our plans must be on the 
euate that we are back to normal conditions now and that, upon 
if is hypothesis, much of our present railroad plant is superfluous, 
i! not obsolescent. If this be taken for granted, no argument for 
80vernment ownership evolves. If the experience of the next few 
years demonstrates that our railroads are overbuilt, they must be 
lontracted to limits which correspond with the business which is 
eft to them. That may be a painful process to investors, employes 
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and perhaps certain communities, but such an operation is inevitable, 
be the destiny of the railroads what it may as to ownership and 
operation. For to the desperate taxpayer is it unthinkable that the 
railroads, if acquired by the government, will be indefinitely main- 
tained simply as a means of employment or a bountiful source of 
political patronage. 

As the Federal Coordinator has well said, no system of control 
can be tolerated that does not contemplate a self-sustaining system, 
where those who use the facility will defray the entire expense, 
both out-of-pocket and overhead. If this obviously sensible observa- 
tion should become widely accepted as a sound working rule, the 
movement for government ownership would be measurably retarded. 
Much of the confusion of thought on the subject, I respectfully sub- 
mit, grows out of a prevalent opinion that the transportation busi- 
ness, being one which, in legal theory, is affected with a public 
interest, is something set apart from the ordinary concerns of busi- 
ness. Perhaps those who administer the affairs of the railroads are 
in large part responsible for this erroneous concept. 


However that may be, it has always seemed to me unfortunate 
that the transportation industry has so often been selected for ex- 
ceptional legislative treatment. After all, this industry is but an 
auxiliary to business, an essential element in the process of produc- 
tion and consumption. Careful analysis will disclose no real reason 
why its management should be any more the business of govern- 
ment than the growing of corn, the milling of grain or the manu- 
facture of steel. The distinction rests upon considerations and condi- 
tions that have. been long out moded. If we are to have a healthy 
transportation system, we must no longer think of our railroads, 
our commercial trucks, our carrier boats, our pipe lines and our 
aeroplanes as things apart from our daily affairs, but as a part of 
our economic system, in which we are interested and for the condi- 
tion of which we are responsible. This not very orthodox declaration 
leads me to suggest that the transportation industry needs less doc- 
toring and more of a chance to develop along natural lines, governed 
by economic rules which will be shaped by the growth and develop- 
ment of our civilization. 


RATE PRACTICE IN GREAT BRITAIN 


In venturing to voice this opinion, I may be influenced somewhat 
by the example of Great Britain, where its railroads are operating 
successfully, as I am informed, under a law which permits railroads 
to enter into agreements with shippers under contractual arrange- 
ments, providing that the railroad may handle all of the business 
of the particular trader at an agreed rate, fixed by the necessities 
of the business in the light of its experience. In most cases, the 
rates are determined by the average price which the shipper has 
paid during some agreed test period. In one case, quite exceptional 
I believe, the railroad agreed to transport for a fixed percentage of 
the price of all commodities purchased by the shipper. Contracts 
of this character, under the English law, must be submitted to and 
approved by the Railway Rates Tribunal, a body corresponding 
roughly to our Interstate Commerce Commission. It is noticeably 
significant that these agreements take no note of long and short 
haul principles, nor are they subject to rate relationships based on 
real or fancied regard for the importance of avoiding discrimination. 
They are such as practical men find necessary to move the business. 
In a real sense, the shipper takes his carrier into his confidence 
and into a sort of partnership relation where interests are mutual 
and neither seeks an undue advantage over the other. I submit that 
this experiment in rate making should be watched closely to ascer- 
tain if we may not learn some useful lessons from the example of 
this great democracy. 

Reverting again to the question of regulation, which has been 
the subject of much discussion, it seems to me that we have reached, 
if we have not gone beyond, allowable limits in this direction. In 
saying this, I hope you will not classify me with those who rail 
against the Interstate Commerce Commission and its exercise of 
authority. For the most part, it has striven honestly and _ intelli- 
gently to carry out the mandates of Congress, which defines its 
powers and duties. I yield to no man first place in admiration for 
a government body which for nearly half a century has maintained 
an attitude of freedom from political pressure and has pursued the 
even tenor of its way with scarcely a trace of partisanship. 

I am pleading for a greater measure of freedom, now that we 
have all these competing forms of transportation—freedom to employ 
a greater measure of initiative in meeting conditions of today and 
those which the future may have in store. * * * 


CUMBERSOME PROCEDURE BEFORE Il. C., C. 


I have come, somewhat hesitatingly, I admit, to the view that 
practice and procedure before the Intérstate Commerce Commission 
are entirely too legalistic and cumbersome. Take for example the 
litigious procedure which accompanies the action of the Commission 
when a rate change is suspended. I have some serious doubts as to 
whether the power of suspension should be lodged in the Commission. 
But if mistaken in this tentative view, I see no reason why the 
parties could not be heard and the question decided in a somewhat 
summary fashion, without the use of long hearings, tentative re- 
ports, exhaustive, not to say exhausting, briefs and elaborate oral 
arguments. In other words, why can not the question be settled 
at an informal, business like conference, pitched upon the under- 
standing that the Commission is, in fact, an expert body, informed 
by experience and capable of acting intelligently without listening 
to endless harangues. 

The Federal Coordinator, you will recall, in one of his recom- 
mendations to Congress advocated a reorganization of the Commis- 
sion in a way which seemed to him to hold out promise of increased 
usefulness. Certain of his suggestions were not received with en- 
thusiasm by his colleagues on the Commission. I shall not attempt 
to deal with these suggestions, except to say that I quite agree with 
his views as to the value of having a permanent chairman of the 
Commission, to be appointed as such by the President, with defined 
administrative and executive authority. I believe that such a per- 
manent chairman would accomplish good in the way of assuring a 
continuous, consistent policy, which would increase the influence and 
add to the value of the Commission’s labors. I think, too, that such 
a permanent chief executive would, in time, exercise a wholesome 
influence in the direction of expediting the huge volume of work 
with which the Commission must deal. 

I mention these details not by way of exhausting the subject, 
but merely to indicate some of the changes which, as I see it, may 
profitably be made in the regulatory system. My emphasis, however, 
is upon the general principle that all forms of transportation would 
be stimulated and encouraged to go forward in progressive efforts 
to quicken and improve the situation, if they were not subject to 
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so many restraints and prohibitions, and if they were allowed to 
conform their practices to the necessities of business. 


CONSOLIDATION PROBLEM 


Turning, now, to another aspect of the transportation problem, 
we are obviously face to face with the troublesome question of con- 
solidations—their practicability and their value. * * * 

No one gainsays that if large scale or wholesale consolidations 
should occur, there would result very substantial savings, if the 
consolidating parties are permitted to avail themselves of those 
natural economies which result from the elimination of duplicate 
services and facilities. * * * It should be understood, however, that this 
large scale consolidation would mean the employment of fewer men 
and the withdrawal of train service from many communities. It 
would mean also a distinct recession from the principle of competi- 
tion to which the American people have clung with some tenacity. 

These results should not, in my opinion, control the solution of 
the question, although they must be recognized as serious obstacles 
in the way of accomplishing results. In any event, it would seem 
that the statutes on the subject are in need of revision. Nothing of 
real value has come from those provisions of the law which require 
the Commission to prepare and promulgate a plan for the division 
of the roads into a given number of systems. The law in sub- 
stantially this form has been on the statute books for fifteen years 
and nothing substantial has been accomplished. True, in the early 
period of the transportation act, many beneficial unifications were 
accomplished, but all of these were by virtue of statutes, altogether 
salutary, giving the Commission authority to consizer and approve, 
if in the public interest, acquisitions voluntarily arranged. Any 
other scheme, as I look at it, ignores the fundamental rights of 
ownership and that measure of control which goes with ownership. 
If the principle of private ownership it to be retained, I am totally 
unable to find justification for forcing a majority of the stock- 
holders of a given railroad property to dispose of it. 


OWNERS OF PROPERTIES QUALIFIED 


Aside from the serious constitutional questions that lie on the 
very surface of such a proposition, there are underlying questions 
of a political nature which should give us pause. It may be said, 
however, that such a doctrine will not bring about those speedy 
consolidations which are so essential to the production of economies. 
This is but another way of saying that governmental agencies are 
more competent than the owners of the property to say how their 
business affairs should be managed. Such a theory is so foreign 
to my conception on the true relation between government and its 
citizens that common ground is lacking upon which to find a start- 
ing point for the discussion. I shall have to content myself with 
saying, aside from the matter of abstract legal rights, that nothing 
in my experience leads me to believe that any group of men admin- 
istering a government bureau are better qualified than the owners 
of the property to determine where their best interest lies. 

I think we can safely assume that a property will not be oper- 
ated as an independent unit much beyond the point of profit, if 
opportunity offers to dispose of it upon advantageous terms, The 
simple law of self-preservation will function here as elsewhere. But 
voluntary consolidations will not proceed normally as long as we 
retain in the law, as guides for the regulating body, standards which 
are inconsistent with rational business arrangements. I refer in 
this connection to requirements that competition shall be preserved 
and the existing routes and channels of trade be left undisturbed, 
as well as injunctions designed to bring about uniform rates of 
return upon the several railroad systems. All these are artificial 
restraints upon the operation of a process which should be based 
upon what good business judgment dictates. Neither should any 
attempt be made to subject the railroads to the restraints and 
prohibitions of anti-monopoly statutes, which logically find no place 
in the conduct of a publicly regulated industry. The only end sought 
to be accomplished by anti-trust laws is to secure an ample supply 
of a commodity at reasonable prices. If these ends are secured 
through the medium of regulation and control by a government 
agency, certainly there can be no excuse for sanctions, having their 
genesis in a totally different condition. My whole argument on this 
point comes to this: that the railroads should be left free to work 
out consolidations and operating agreements, subject to the approval 
of the Commission, unhampered by obsolete standards or statutes 
designed to force competition at the expense of economy. 


UNIFICATION OF ALL TRANSPORT 


What I am here attempting to say applies not alone to the con- 

solidation of railroads—it applies as well to the unification of other 
forms of transportation with the railroads and with each other. 
Along this line lie all the promising possibilities of that coordination 
which we all advocate as essential to a well ordered system of 
transportation. 
/ There is a pretty general agreement among students of the sub- 
ject that there can be no real order in the industry until all forms 
of transportation are on a substantial basis of equality as respects 
not only regulation but subsidies and taxes as well. * * * In advocating 
the enactment of such a law (providing for regulation of water lines), 
there is no disposition, on the part of the railroads, at least, to 
interfere with the subsidization of our merchant marine in foreign 
commerce. With vessels carrying freights overseas, neither the rail- 
roads nor the highway users have any concern. It is my contention 
that the regulation of our domestic commerce, sharply competitive 
with rail and highway transport, should be divorced entirely from 
the regulation of our foreign commerce, which alone it is proposed 
to subsidize in the interest of a healthy merchant marine. 

The future of transportation, which is the theme of the evening, 
depends upon an enlightened public opinion, a clear understanding 
of the complexities of the problem and a firm grasp upon principles 
and objectives. The objectives are a well ordered system, under 
private ownership and control, where each form of transport will 
function in its proper field, as determined by considerations of 
economy and efficiency, all factors of cost, by whomsoever borne, 
being taken into account. This objective can be attained only by 
observing the rules applicable to all lines of business, which are 
based upon the minimum of public control and the maximum of 
individual initiative. 


CARRIER BOARD |PROPOSAL 


The board of directors of the Association of American Rail- 
roads at its meeting November 22, it was authoritatively stated 
after the meeting had adjourned, did not take up for considera- 
tion the resolution adopted by the meeting of officers and mem- 


The Traffic World 


Vol. LVI, No, 


bers of the regional advisory boards at Chicago, Novembe 
(see Traffic World, November 23), advocating the setting up| 
the association of an organization to handle questions , 
mitted by shippers’ boards. The board, however, is expeg 
to take up the subject at its next monthly meeting, when, jf 
subject is put on the program for consideration, more time , 
be devoted to it than would have been possible at the Nova 
ber meeting. 


RAIL PASS INQUIRY 
The Traffic World Washington Byp 


The Commission has initiated an inquiry in respect to w, 
may develop to be a serious situation in the matter of the jg 
ance of free passes to employes of lines other than of the igsgyjy 
roads. Such passes may have been issued to employes of » 
road A by railroad B without the knowledge or request of pj 
road A. 

With a view to obtaining data concerning the issuance ; 
unrequested passes, the Commission, by division 4, has ordep 
each class I steam railway to make a report each quarter ; 
1936, but not thereafter until further order, of the number ¢ 
free passes and free tickets issued for use in 1936, “and ak 
the number of free passes and free tickets requested for w 
in said year, for each of the classes of free transportatiy 
shown in a form attached to the order which is to be used 
making the reports. 

This inquiry is based on the fact that the number of passy 
issued by a given railroad is said, in many instances, to 
ceed the number of requests made for such transportation j 
the managements of other railroads. There is a suspicion thy 
some railroads issue free passes to employes of other roaj 
without the knowledge of the managements of the roads eo 
ploying the recipients, with a view to influencing the employ 
in the routing of unrouted traffic. 


FINANCIAL STATUS OF RAILROADS 


The financial position of the railroads had improved recent) 
due to the fact that increased volume of business was carrie 
at little additional expense and a substantial part of the gros 
from such traffic went into the profit account, said Chairma 
Jones, of the Reconstruction Finance Corporation, at his pres 
conference November 25 when he was asked what he thought 
about the outlook for the railroads and the rise in prices of 
railroad securities. That was the only comment he had to make 
with respect to the financial condition of the railroads. 


NEW AND ABANDONED LINES 


Miles of line authorized to be abandoned by the railroads 
in the year ended October 31 totaled 1,692 miles, which was 
less than in any corresponding period since 1932, according to 
the Association of American Railroads. In 1934 2,514 miles of 
line was authorized to be abandoned, while in 1933 it was 2,404, 
and in 1932 it was 1,418. (See Traffic World, Oct. 26, p. 734) 

New construction authorized by the Commission in the 
year ended October 31 totaled 88.67 miles, which was greater 
than in any corresponding period since 1931. Authorized nev 
construction in 1934 totaled 70.54 miles; in 1933, 32.30 miles; 
1932, 38.03 miles, and in 1931, 244.05 miles. 


UNEMPLOYMENT INSURANCE 


A plan calling for uniform federal unemployment insuraict 
for railroad workers is under consideration by the Railway 
Labor Executives’ Association. George M. Harrison, chairmal 
of the association, said transportation was clearly a_nationél 
industry and “if we are to have unemployment insurance 0 
the railroads, it should be national in scope and uniform 
detail.” 


TERMINAL UNIFICATION PROTESTED 
The Railway Labor Executives’ Association has voted t 
continue its efforts to block proposed terminal unification 1 
various cities, because they would result in a reduction in ei 
ployment at such points. 


LUMBER FROM THE SOUTH 


The Commission refused to suspend reduced rates on lum 
ber from the southwest to official territory, which it had a 
thorized to be filed on less than statutory notice, effective 


November 25. (See Traffic World, November 23, p. 900.) The 
rates, therefore, became effective November 25. 


COLLEGE OF ADVANCED TRAFFIC HEARING 
Members of the graduating class of the College of Advanced 
Traffic, Chicago, will participate in a simulated hearing before 
the Commission, in the college rooms December 10. 





— 


— -—_ -_ = ww. 















RCt to wh 
lof the igg 
the issyjp 


lest of rm 
Ssuance , 


AS orders 
quarter 


number 0j 


“and alg 
2d for wy 
3 DOrtatioy 
De used j 


Of passe 
8, to a 
rtation by 
icion thy 
her roa 
roads ep. 
employe 


1 recently 
S Carried 
the gross 
Chairman 
his press 
» thought 
prices of 
to make 


railroads 
lich was 
rding to 
miles of 
as 2,404, 
p. 734.) 
in the 
greater 
ed new 
| miles; 


surance 
tailway 
airmal 
ational 
nce on 
rm in 


ted to 
ion in 
in en- 


) Jum- 
dau: 
ective 

The 


anced 
efore 


ington Byp 


es of mi 





Sail 


NEUTRALITY WARNING TO SHIPS 


The Trafic World Washington Bureau 


What has been taken to be a threat of financial trouble 
or American flag ships owing money to the government that 
fail to observe the neutrality attitude of the United States has 
been sent by the Shipping Board Bureau of the Department of 
Commerce to mortgagors and operators of ships. In a letter 
written by James Craig Peacock, director of that bureau, that 
part of the government has called the attention of the mort- 
gagors and operators to the notice of the Department of State, 
dated November 15, setting forth the policy of this government 
in respect of the war between Italy and Ethiopia, and a list of 
contraband articles. 

Recipients of the Peacock letter were warned that the car- 
rying of any of the articles mentioned in that list to either of 
the belligerents would be distinctly against the policy of the 
United States government. Dispatch of the letter was not con- 
fined, as some reports had it, to those who owed money to the 
government secured by mortgages on the ships that had been 
bought from the government. Operators of ships without re- 
gard to monetary obligations also received the letter. 

Sending of the letter was attributed to representations made 
to the Shipping Board Bureau by the Department of State. The 
latter is charged with the duty of seeing to it that American 
citizens do not become entangled in the war by trading with 
the belligerents in the articles specified in the neutrality list 
of November 15. It was pointed out that the government had 
peculiar control over ship owners owing it money and that 
operators of ships could not expect to be ignored in a matter 
of this sort. The letter was not made public. 

About the time it became known that the Shipping Board 
Bureau had sent a letter to American flag ships, statistics issued 
by the Department of Commerce showed that United States ex- 
port business with Italy increased more than $2,000,000, October 
over September of this year. The October exports were $6,- 
821,330 and the September exports were $4,795,887. 


Chairman Jones. of the Reconstruction Finance Corporation, 
said November 25 at his press conference, in answer to a ques- 
tion, that he had no intention of using any pressure on railroad 
borrowers from the RFC to prevent them carrying contraband 
goods that might be used in the Italian-Ethiopian war. The 
question was asked because of the action of the Shipping Board 
Bureau in calling attention of ship operators to the list of 
contraband articles published by the State Department. 

“If they can, let them do it,” said Mr. Jones, after laugh- 
ingly remarking he did not see how the railroads could cross 
the ocean. 

Questioned at his press conference Nov. 27 as to what the 
government would do to a shipping line that owed it money if 
it did not go along with the administration’s neutrality policy, 
Secretary Roper said there was no policy about that. The de- 
sire, said he, was to discourage such shipments as would con- 
tribute to war conditions, the objective being to keep out of 
war. He indicated that if question arose as to the attitude of 
a ship line borrower, the matter would have to be handled in 
the light of the facts in the individual case. 


OCEAN SHIPPING DEVELOPMENTS 
The Trafic World New York Bureau 


Business in the full cargo trades was quiet last week, the 
only feature of a dull market being the revival of coal ship- 
ments to West Italy after a long period of inactivity. How 
much coal would move was not definitely known but reports that 
_ movement would amount to 100,000 tons were discounted 
ecause of lack of available tonnage to move it. 
: In the grain trade the only activity reported was the fix- 
ure of two vessels from Vancouver to U. K.-Continent for De- 
cember loading. 

No trans-Atlantic sugar fixtures developed. 
wo time charter market was also dull. One or two West 
a : — were closed and one vessel of 2,290 net tons 
aken from the Gulf to Japan for December-January load- 
_ An American steamer of 3,729 net tons was chartered 
; 4 round trip in the intercoastal trade, delivery Pacific coast, 
or late November loading. 
a The Scrap iron division, however, had an active week with 
800d sized list of fixtures. Among them were a 2,782 net ton 
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Ocean Shipping News 





steamer from Boston to Glasgow or Ardrossan on the basis of 
14s 3d with option for Boston and New York loading at 14s 6d, 
free discharge, for loading the first half of December; two ves- 
sels of 3,116 and 2,927 net tons from New York to Genoa, at 
$4.90, on gross form, for January and January-February loading, 
respectively; a vessel of 4,244 net tons from the Gulf to the Far 
East at 14s f. i. c., to five ports, for January loading, and a 
steamer of 1,486 net tons from North of Hatteras to Gdynia at 
15s 6d if one and 16s if two loading ports, free discharge, for 
spot loading. 

The coal fixtures included ‘a steamer of 3,436 net from Hamp- 
ton Roads to West Italy at about $3.50 for November loading. 

Entrances of vessels in the foreign and intercoastal trades 
at the Port of New York showed a decline in tonnage in Octo- 
ber in comparison with the September figures, according to 
statistics of the marine division of the office of the collector 
of the port. Intercoastal vessels increased slightly in numbers, 
however. Foreign trade clearances were greater in number 
but less in tonnage, while the intercoastal trade showed gains 
in both numbers and net tonnage. A marked gain in entrances 
in the coastwise trade was registered and clearances in this 
trade also gained. 

Shipping interests generally went on record as favoring a 
fifty-foot channel from the entrance to Ambrose Channel to 
Sixtieth Street in the Hudson River, at a hearing before the 
U. S. Army Engineers in New York November 21. The only 
objection was voiced by the Port of New York Authority, which 
feared a 50-foot depth might jeopardize the Hudson River tunnels 
and suggested that forty-four feet would be a sufficient depth. 
Arguments on behalf of the shipping interests were submitted 
by C. H. Callaghan, manager of the Maritime Association of 
the Port of New York, who pointed out that the present depth 
of 40 feet was inadequate for such vessels as the Normandie 
and Queen Mary, with a draft of 39 feet. 

A strike against the United Fruit Company by the Inter- 
national Longshoremen’s Association was settled when the 
steamship company agreed to recognize the union and to pay 
the union wage scale on all cargo except bananas. 


SHIPPING LEGISLATION 


Secretary of Commerce Roper said at his press conference 
Nov. 27 he was looking forward “hopefully” to the enactment 
of merchant marine legislation at the next session of Con- 
gress. 

A day-by-day study of the matter was now in progress, said 
he, and the expectation was that the draft of a bill would be 
ready for the President in time for presentation at the next 
session of Congress, which will begin in January. 

Representatives of the Department of Commerce and the 
Post Office Department have begun conferences with the view 
of reaching an agreement on the proposed legislation, the heart 
of which has to do with finding a ship subsidy substitute for 
the present system of aiding the merchant marine through 
ocean mail contract payments. 

One of the important matters to be disposed of in the 
new legislation is the question of termination of the existing 
ocean mail subsidy contracts. The President now has until 
March 31, 1936, to modify or cancel the contracts if he wishes 
to exercise the authority granted by Congress. Various pro- 
posals have been under consideration in this connection. 

Coordinator Eastman is expected to renew his efforts at 
the next session of Congress to obtain enactment of a Dill 
providing for regulation of shipping along the lines proposed 
at the last session. A revision of the bill as it stood at the 
close of the session may be made. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the De- 
partment of Commerce on freight agreements filed pursuant to 
the provisions of section 15 of the shipping act, 1916, as amended: 


Agreements Approved 


Agreement No. 4681 between Nippon Yusen Kaisha, Pacific Steam- 
ship Lines, Ltd., and American-Hawaiian Steamship Company, pro- 
viding for the transportation of silk under through bills of lading 
from Japan and China to U. S. Atlantic coast_ports. 

Agreement No. 4686 between Luckenbach Gulf Steamship Com- 
pany, Inc., Oceanic and Oriental Navigation Co. and The Oceanic 
Steamship Company, providing for the transportation of cargo under 
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through bills of lading from U. S. Gulf ports to Australia and New 
Zealand. 

Agreement No. 4687 between United Ocean Transport Company, 
Ltd., and Luckenbach Gulf Steamship Company, Inc., providing for 
the transportation of cargo under through bills of lading from Japan 
to U. S. Gulf of Mexico ports. 2 

Agreement No. 4688 between A. F. Klaveness & Company, A/S 
(Klaveness Line) and Luckenbach Gulf Steamship Company, Inc., 
providing for the transportation of cargo under through bills of lad- 
ing from Federated Malay States, Straits Settlements, Dutch Wast 
Indies, Philippine Islands and Hong Kong, to U. S. Gulf of Mexico 
ports. ' 

Agreement No. 4692 between Calmar Steamship Corporation and 
N. V. Stoomvaart Maatschappy ‘‘Nederland”’ and . Rotter- 
damsche Lloyd jointly operating the Pacific-Java-Bengal Line, pro- 
viding for the transportation of cargo on through bills of lading from 
U. S. Atlantic coast ports to the Philippine Islands. ; 

Agreement No. 4710 between American-Hawaiian Steamship Com- 
pany, Dollar Steamship Lines, Inc., Ltd., Isthmian Steamship Com- 
pany, Nelson Steamship Company et al., providing for association 
of the parties in an intercoastal rate agreement covering transpor- 
tation of cargo eastbound or westbound between Atlantic coast and 
Pacific coast ports of the United States. The agreement is to be 
operative until January 31, 1936. 

Agreement No. 4710A records agreement of Calmar Steamship 
Corporation to conform to agreement No. 4710, subject to certain 
conditions specified in the undertaking. 


Agreements Canceled 


Agreement No. 344 between The Cunard Steamship Company, 
Limited, and American-Hawaiian Steamship Company, providing for 
the through transportation of cargo from Glasgow to Pacific coast 
ports. 

Agreement No. 1107 between Klaveness Line and Luckenbach 
Gulf Steamship Company, Inc., which is superseded by agreement 
numbered 4688. 

Agreement No. 1383, as amended, between Black Diamond Steam- 
ship Corporation and Nelson Steamship Company, providing for the 
transportation of cargo on through bills of lading from Pacific coast 
ports to ports of call of the Black Diamond Steamship Corporation, 

Agreement No. 1401 between Nelson Steamship Company and 
America France Line, providing for the transportation of cargo on 
through bills of lading from Pacific coast ports to French ports. _ 

Agreement No. 1455 between Nippon Yusen Kaisha, Pacific 
Steamship Company and American-Hawaiian Steamship Company, 
which is superseded by agreement numbered 4681. 

Agreement No. 1685 between Frank Waterhouse & Co. of Canada, 
Limited, and Nelson Steamship Company, which provides for the 
transportation of fish meal on through bills of lading from the West 
coast of Vancouver Island to San Francisco and Wilmington. 

Agreement No. 1882 between Baltimore Insular Line, Inc., and 
Nelson Steamship Company, providing for the through transportation 
of canned goods from Puerto Rico to Pacific coast ports. 

Agreement No. 2205 between Panama Pacific Line and Osaka 
Shosen Kaisha, providing for the transportation of ivory nuts and 
cocoa beans on through bills of lading from Balboa to Yokohama, 
Kobe, Osaka and Shanghai. 3 

Agreement No. 2215 between Luckenbach Gulf Steamship Com- 
pany, Inc., Oceanic and Oriental Navigation Company and the Oceanic 
ee Company, which is superseded by agreement numbered 

Agreement No. 2348 between United Ocean Transport Company, 
Lt., and Luckenbach Gulf Steamship Company, Inc., which is super- 
seded by agreement numbered 4687. 

Agreement No. 2462 between United Ocean Transport Company, 
Ltd., and Luckenbach Gulf Steamship Company, Inc., which is super- 
seded by agreement numbered 4687. 


PEARSALL HEADS NATIONAL PROPELLER CLUB 


Charles H. C. Pearsall, vice-president and general manager, 
Colombian Steamship Company, was elected president of the 
Propeller Club of the United States by the board of governors 
of that organization at the conclusion of its annual convention 
in New York November 19. Mr. Pearsall was for a number of 
years president of the New York Port, one of the fifty ports of 
the club located along the Atlantic, Gulf and Pacific coasts. 
Arthur M. Tode, former national president, was elected honorary 
president. The Propeller Club is active in legislative matters 
concerning the upbuilding of the American merchant marine. 
Recently it sent questionnaires to shipping and industrial leaders 
in en effort to compile a correlated maritime program. Answers 
to those questionnaires are now being studied by a special 
committee. 


PREPARING SHIPMENTS TO CUBA 


“Increased demands for information concerning available 
methods of shipping merchandise to Cuba, and the proper man- 
ner of preparing these shipments, to avoid unnecessary expense 
and customs difficulties to the Cuban importer, and preventable 
delays in the delivery of goods have been brought about by the 
general improvement in trade and in the commercial relations 
between the United States and Cuba,” said N. H. Engle, acting 
director, Bureau of Foreign and Domestic Commerce, Depart- 
ment of Commerce, in announcing the publication of the bulletin, 
“Preparing Shipments for Cuba.” 

The renewal of interest in the possibilities of the Cuban 
market for United States merchandise has followed the pro- 
mulgation of the new commercial agreement between the two 
countries, according to Mr. Engle. 

“In Cuba the most important document required for customs 
purposes is the consular invoice,” says the bureau. “For the 
proper preparation of the consular invoice and of the other 
prescribed documents on shipments to Cuba an understanding 
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of the requirements imposed by the Cuban consular and CUston; 
regulations is essential.” 

While in this bulletin primary consideration has been giyy 
to the prescribed documents required to be prepared by ty 
exporters on shipments of freight, parcel post and mail, expla, 
tion is also given of the packing and marking of merchangiy 
and shipping cases for customs purposes, and of the faciliti 
accorded samples, whether sent to Cuba, or carried by comme, 
cial travelers, according to Mr. Engle. 

Copies of the bulletin, known as Trade Promotion Series \y 
163, may be obtained from the Superintendent of Documeny 
Government Printing Office, Washington, D. C., or through ay 
of the bureau’s district and cooperative offices in principal citi, 
throughout the country, at 10 cents a copy. 


NEW SHIPS FOR U. S. LINES 


Secretary of Commerce Roper said Nov. 27 he expected, 
bid to be made for the construction of a new liner for the 
United States Lines before December 16, the date he fixe 
some time ago for the awarding of a contract for the buildin 
of a ship for the lines under the agreement providing fo 
withdrawal from service of the Leviathan (see Traffic World 
Nov. 16, p. 855). The first attempt to get a bid under the agra. 
ment failed. 

“I am encouraged that we will have a bid by that time” 
said Secretary Roper, referring to December 16. “What we ar 
seeking is a vessel of the type of the Washington-Manhattap, 
plus safety features which our experiences in the Morro Castk 
and other cases have made necessary.” 

Mr. Roper said the new vessel might be “just a little better’ 
than the Manhattan or Washington as to size and speed, but 
not so much better as to “outclass” those vessels which ar 
operated by the United States Lines. 

Ship construction companies were asked in letters sent 
to them why they did not bid on the proposed ship early in 
November. One company, the Federal, advised the department 
that it would have liked to have submitted a bid, but that the 
size of the proposed vessel was too large for it to get through 
a draw bridge below the company’s plant. 


OCEAN PASSENGER TRAFFIC 


American flag vessels carrying passengers in the North At 
lantic trade did a substantial volume of businéss this summer ani 
fall, according to J. C. Peacock, director of the Shipping Board 
Bureau of the Department of Commerce, notwithstanding the 
competition of foreign superliners. 

Between May 1 and October 15 there were 345,000 arrivals 
and departures in the North Atlantic passenger trade, accord: 
ing to the Shipping Board Buréau, which points out that 400,00) 
arrivals and departures for an entire year has been usually re 
garded as making “a good year.” 


“Though far outclassed in the number of available accom: 
modations, American ships have carried proportionately more of 
the traffic,” said the bureau. “Their greater all-round efficiency, 
coupled with excellent service and moderately priced fares, cot- 
stitute a weighty argument for the American cabin liner as com 
pared with the ‘luxury liners’ operating under foreign flags.” 


It had been estimated, said the bureau, that for the cost 
of one superliner several American cabin liners of the Mab- 
hattan-Washington type could be constructed. Five vessels 
such as the Manhattan could carry three and a half times the 
number of passengers carried by the French superliner Nor. 
mandie, with equal comfort and safety, greater frequency of 
service and with no more capital investment, according to the 
bureau. Gains maintained by the American cabin liners had 
also been maintained by American-flag combination passenger 
and cargo ships, said the bureau. 


However, commented the bureau, the American merchait 
marine was by no means obtaining its share “of the rich pas 
senger traffic of the North Atlantic, by far the greater portiol 
of which is made up of American travelers, and further progress 
in this direction will depend on the early acquisition of Amer 
ican lines of additional tonnage.” 


INTERCOASTAL CARGO CHARGES 


Reparation on account of imposition of assembling and dis 
tributing charges on intercoastal cargo is asked in additional 
complaints filed with the Shipping Board Bureau as follows: 
No. 334, Atlantis Sales Corporation vs. Calmar Steamship Cor 
poration, and No. 335, Bon Ami Co. vs. American-Hawaiian et 4. 

In No. 336, Goodyear Fabric Corporation vs. Dollar et 4l. 
reparation is sought on account of imposition of assembling and 
distributing charges en intercoastal cargo. 
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November 30, 1935 


MISSISSIPPI VALLEY ASSOCIATION 


(Special Correspondence from St. Louis, Mo.) 


Declaring the “waterways are free,” and that “any man’s 
poat may use them,” the Mississippi Valley Association adopted 
a resolution opposing all regulation of rates of the inland water- 
ways, at the closing session of its two-day seventeenth annual 
convention at St. Louis, Nov. 25 and 26. 

The stand of the association was taken despite the recom- 
mendation of General T. Q. Ashburn, president of the Inland 
Waterways Corporation, who declared that it was time to place 
the river traffic under regulation of a reorganized Interstate 
Commerce Commission along with other forms of transportation. 

General Ashburn asserted that it appeared to him “certain 
that some form of regulation for water carriers will be passed 
at the next session of congress.” 

“No matter what port-to-port rates may be established, the 
Interstate Commerce Commission has, for the last two years, 
uniformly allowed the railroads to establish a rate 125 per cent 
of the all-water rate,” he told the association, “so that the 
water rate corresponds to 80 per cent of the rail rate. This 
results, in Many cases, in a rail rate lower than the all-water 
rate, when absorptions, transfers, etc., are considered. If to 
meet this competition, the barge lines again reduce their rates, 
the rail lines can follow suit, and nothing remains but destruc- 
tive competition under which the weaker form of transportation 
will be annihilated.” 

The association’s resolution on the subject urged: “An op- 
portunity for all means of transportation—rail, water, highway 
and air—to develop to the full all the economies each, singly and 
in combination, may be capable of. The waterways are free. 
Any man’s boat may use them. In the absence of open com- 
petition, the public welfare requires a total absence of inland 
navigation regulation except in so far as the safeguarding of 
life and property is concerned. 

“With all the earnestness at our command, we oppose those 
rulings of the I. C. C. which have the effect of permitting the 
railroads to cut rates below a compensatory basis for the 
purpose of killing off water transportation.” 

The association reaffirmed its opposition to the ratification 
of the St. Lawrence treaty, which was declared to be inequit- 
able. 

Col. Robert Isham Randolph of Chicago, in his address as 
president, declared that the association “is not opposed to any 
form of transport. We believe however that all forms of car- 
riage should exist for the benefit of the shipper and consumer, 
and that the Mississippi Valley is entitled to a system of trans- 
portation which will enable us to compete in the markets of the 
world with our “deep water rim’ competitors who have always 
enjoyed the advantages of low cost water transportation. 

“We must remember that the benefits of low cost inland 
water transportation means more than merely the savings 
effected by the water carriers. It means that inland waterway 
competition has what thé Mississippi Valley Commission calls ‘a 
chastening influence on railroad rates.’ ” 

Capt. J. H. Tomb, superintendent of the New York State 
Merchant Marine Academy, urged the establishment of a national 
mercantile marine academy, as part of the revival of the prowess 
of the United States on the seas. He said American ships could 
not compete with foreign vessels, especially those of Japan, 
without government assistance. 

A. J. Weaver, president of the Missouri River Navigation 
Association, predicted that the opening of the Missouri River 
to navigation to Sioux City, Ia., in the spring of 1938 would 
mean a saving of $90,000,000 annually to farmers, mostly from 
lower transportation rates for grain. 


John E, Edgerton of Lebanon, Tenn., attacked the policies 

of the Roosevelt national administration and the New Deal in 
general at a joint luncheon meeting of the Association and the 
St. Louis Chamber of Commerce. 
_ “There is no evading the fact that the progress of industry 
in the south and throughout the nation is being throttled and 
impeded by a lack of confidence in our present governmental 
structure,” he declared. “What industry needs and has a right 
to expect is an end to the futile struggle for the social control 
of economic functions. Put an end to unnecessary government 
restrictions and control and the burdens incurred by the high 
cost of government, and there will be generated enough buying 
power to lift the nation completely back to progress.” 


Officers Elected 


President Randolph and other officers were elected as 
follows: 


‘ Vice-president at large, Thomas F. Cunningham, New Orleans, 
w preasurer, R. S. Hawes, St. Louis, Mo.; district vice-presidents: 
HH Brock, Chattanooga, Tenn.; Alex W. Dann, Pittsburgh, Pa.; 
R. Av peucker, Little Rock, Ark.; Col. O. EB. Engler, Omaha, Neb.; 
‘. A. Brown, Birmingham, Ala.; Geo. B. Longan, Kansas City, Mo.; 


The Traffic World 


PAGE 943 


E. T. Harris, Chicago, Ill.; Edward Magnus, St. Louis, Mo.; Walter 
Parker, New Orleans, La.; B. F. Peek, Moline, Ill.; C. F. Richard- 
son, Sturgis, Ky.; R. P. Warner, St. Paul, Minn.; Eugene Kelly, Sioux 
City, Ia.; A. C. Ingersoll, Cincinnati, O. Directors: Alabama: D. R. 
Dunlap and E. A. Roberts, Mobile; Arkansas: J. H. Alphin, Eldorado; 
John P. Morrow, Batesville; Wallace Townsend, Little Rock. Florida: 
H. H. Buckman, W. F. Coachman, Jr., and Geo. W. Parkhill, Jack- 
sonville. Georgia: T. G. Woolford, Atlanta. Illinois: A. T. Griffith, 
Peoria; W. R. Dawes, Chteage: W. B. Thistlewood, Cairo. Indiana: 
J. D. Beeler and B. H. Noelting, Evansville; W. W. Hugegett, East 
Chicago. Iowa: J. A. Kerper, Dubuque; H. B. Kingsbury, Sioux City; 
H. W. Seaman, Clinton. Kansas: Willard Breidenthal and H. P. 
Treadway, Kansas City; F. W. Johnson, Leavenworth. Kentucky: 
Patrick Calhoun, Jr., Louisville; C. M. Hand and W. L. Berry, Pa- 
ducah. Louisiana: N. O. Pedrick, Hon. Seymour Weiss and James 
M. Thomson, New Orleans. Minnesota: Herman Mueller, St. Paul; 
J. S. Clapper and Horace M. Hill, Minneapolis. Mississippi: Milton 
Smith and Fred Schelben, Greenville; Patrick Murphy, Belzoni. Mis- 
souri: J. C. Nichols, Kansas City; Charles Waddles, St. Joseph; S. 
W. Allender, St. Louis. Montana: Hon. Leo. B. Coleman, Glasgow. 
Nebraska: Mark W. Woods, Lincoln; C. C. George, Omaha; Hon. A. 
J. Weaver, Falls City. North Dakota: E. J. Thomas, Bismarck. 
Ohio: J. C. Argetsinger, Youngstown; O. Slack Barrett, Cincinnati; 
Thos. Cavanaugh, Steubenville. Oklahoma: N. R. Graham, Tulsa. 
Pennsylvania: W. B. Rodgers, Milton C. Angloch and John F. Flood, 
Pittsburgh. Tennessee: J. B. Edgar and B. L. Mallory, Memphis; 
A. J. Dyer, Nashville. Texas: Roy Miller, Houston; Amon G. Carter, 
Ft. Worth. West Virginia: M. L. Garvey, Charleston; C. O. Weis- 
senburger, Point Pleasant. Wisconsin: Alan H. Tripp, Oshkosh; F. 
W. Sisson, LaCrosse. 


Traffic Committee Resolutions 


Specific recommendations of the traffic eommittee, of which 
C. E. Childe of Omaha, is chairman, were adopted as resolutions 
by the association as follows: 


(1) The Traffic Committee declares its opposition to any limita- 
tion of the right of water carriers to establish and Maintain such 
port-to-port rates as they see fit, upon the lakes, rivers, sounds, 
bayous and canals, of the United States. 

(2) Your committee recommends the adoption of the following 
principles as the views of the Association in connection with the 
rail and barge investigation now before the Interstate Commerce 
Commission, I. C. C. Docket No. 26712: 
ett All-water rates of the barge lines should remain free of regu- 
ation. 

Joint barge-rail rates including rail-barge-rail rates should be 
related to the all-rail rates between the same points and should em- 
brace the same scope of territory as is covered by the rail rate 
structure, applicable via rail routes through the barge line ports 
of interchange, or substantially paralleling the barge line route. 

Joint rates should be less in amount than all-rail rates between 
the same points by differentials which adequately reflect the inherent 
advantages and cost of water transportation between the barge line 
termini and the value of the respective services to the shipping pub- 
lic. These we do not believe are fully reflected in the present joint 
rate structure which is now before the Commission. 

Joint rail and barge, including joint rail-barge and rail rates, 
should be extended to embrace the services of two or more water 
carriers when such joint route is in the public interest. 

Neither all-rail, all-water, or joint rail-water rates should be 
made so low as to place a burden on other traffic handled by the 
same carrier. 

Your committee makes no recommendation on the éstablishment 
of rail proportional rates from barge line ports but maintains that 
no higher rates or charges should be applied when the traffic moves 
by barge than when it moves by rail to or from the ports. 

(3) It is the sense of this committee that Section 500 of the 
Transportation Act, declaring it to be the policy of Congress to pro- 
mote, encourage and develop water transportation, service and facil- 
ities, is intended to apply to all water transportation, whether or 
not it be subject to the jurisdiction of the Interstate Commerce 
Commission or other regulatory authority. Your committee requests 
that the general counsel of the association examine recent decisions 
of the Commission and the courts, and recommend whatever changes 
in the law may be necessary to carry out this defined policy. 

(4) It is the view of this committee that where proportional rail 
rates are in effect, they should apply alike on traffic received from or 
delivery to water connections and on traffic received from or delivered 
to rail connections. 

(5) Your committee recommends that the association continue 
its opposition to the enactment of legislation further regulating the 
port-to-port commerce of inland water carriers, and that the associa- 
tion urge every member to bring all possible pressure upon the mem- 
bers of Congress to defeat such legislation. 

(6) The traffic committee declares its opposition to the Pettengill 
Bill H. R. 3263 to repeal the long and short haul rule of the inter- 
state commerce act and favors the enactment of the Driver Bill H. 
R. 8634 to forbid departures from the long and short haul rule where 
railroads establish reduced rates to meet water competition. 

(7) Your committee is opposed to the enactment of any rate 
regulatory provisions applying on water commerce in connection with 
ship subsidy bills pending in Congress. 

(8) Your committee is opposed to the enactment of any bills estab- 
lishing legislative rules of rate making. 

(9) Your committee recommends that the association renew its 
obiections filed with the federal trade commission against the estab- 
lishment and maintenance of prices on steel or other basic com- 
modities which deny to the public the benefits of lower rates by 
water than by railroad, in the pricing of such commodities when 
they are shipped by water, and ask for affirmative relief from such 
price making restrictions. 

(10) Your committee recommends that the association oppose the 
establishment of additional wharfage or dockage charges to be paid 
by the public on traffic moving through United States ports in domes- 
tic or foreign commerce. 

(11) Your committee recommends that the association intervene 
in pending cases hefore the Interstate Commerce Commission in op- 
position to the charging of higher switching charges by railroads on 
water traffic stored at ports than the charges applicable when such 
traffic moves in continuous transpertation. 


Other Resolutions 


Other resloutions adopted by the association follow: 
This convention reaffirms the policies, purposes and objectives 
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set forth in the declaration and resolutions adopted by the 1934 con- 
vention of this association. 

In the evolution of nations and of human relationships, 
economies become essential. 

Because the people of the United States had their record-breaking 
development in a rapidly expanding, huge profit earning world debtor 
environment, they were not prepared by experience for the sudden 
change to a world creditor environment and consequently, permitted 
the change to come without preparation. 

Essential to the economic well-being of the people of the United 
States is the production of a surplus, and its sale to the world. To 
this end open channels of trade, unhandicapped enterprise, and the 
use of every natural and man-made economy are necessary. 

The time has come for the completion of adjustments in order 
that the lives of the people of the United States may again enjoy 
the free fruits of the open opportunity which the advantageous posi- 
tion of the region they occupy warrants. 

Most essential to these ends are: 

The use for all beneficial purposes, including those of sanitation, 
industry and agriculture in place of waste in devastating floods of 
the surplus drainage of the Mississippi River and its tributaries, by 
the United States government in cooperation with the several states. 

In this way flood formation will be checked, the ground moisture 
supply will be augmented, soil erosion will be reduced, less water 
will pass down the streams in the wet season, and more in the dry 
season, and the important public benefit of low cost inland water 
transportation will be realized. 

An adequate merchant marine flying the United States flag under 
private enterprise and enjoying adequate government aid under con- 
tracts which will enable the operators to expand and develop their 
enterprises. 

National policies which, in fact, will promote wholesome inter- 
national trade and commerce and clear the way for world currency 
stabilization, thus redeveloping opportunity. 

The setting up of the most efficient and clear visioned trade pro- 
motion machinery of which the United States is capable. 

Every practical protection for and encouragement to all whole- 
somely engaged labor and capital employing enterprises remaining 
to the United States after five years of depression and liquidation. 

In the creditor position of the United States, and under its pres- 
ent tariff policy, export producing agriculture must sell in an un- 
protectable world market, while buying its supplies in a tariff pro- 
tected domestic market. For these reasons, government has found 
it necessary to pay such agriculture compensating benefits. Such 
benefits should be paid in ways which will aid agriculture in holding 
and expanding its foreign and domestic markets, and not in ways 
which will obstruct the channels of trade. 


The policies herein advocated will in large measure reopen op- 
portunity, not only for the older generation, but for the young men 
and young women whose very great concern for the future has 
dimmed their hope and driven many of them to advocacy of strange 
aaa expedients and experiments in government and eco- 
nomics. 


We endorse, in principle, H. R. 8455, because its purpose is to 
control and reduce flood formation at the source, and the flood con- 
trol projects of the Ohio River and its tributaries, which have the 
same objective. 

We recommend the improvement to dependable usability in ac- 
cordance with and not less than the standard of nine feet in depth, 
of the Mississippi River from New Orleans to the Twin Cities; the 
Missouri River to Sioux Citv and as far beyond as a satisfactory 
channel can be secured; the Ohio River and its tributaries, including 
the Beaver and Mahoning Rivers and the pronosed Lake Erie-Ohio 
River Canal; the Intra-Coastal Canal from Texas to Florida: the 
Warrior River: the Alabama River: the Coosa River: the Arkansas 
River; the Red River; the Trinity River; the Illinois Waterway: the 
Calumet-Sag Waterways to the end that these projects may function 
as the connecting links between the Great Lakes and the Mississippi 
Waterways system; the Hennepin Canal; the Ouachita between 
Camden, Arkansas and Monroe, Louisiana; the Chattahoochee River, 
and the Gulf-Atlantic Shin Canal now under construction and its 
completion under the schedule laid down by the chief of engineers. 
which are of primary importance toward providing the interior of 
the country and its coast line with low cost water transportation, 
and they should be carried forward to completion with the least prac- 
ticable delay. 

The Intracoastal Canal, to attain its largest economic value, 
needs to be a free waterway throughout its length. Essential to this 
end is recognition by the government of the New Orleans nublicly 
owned Industrial Canal, which connects Lake Pontchartrain with the 
Mississippi River, as a part of the Intracoastal Canal. We feel that at 
the earliest possible time the government should take the necessary 
steps to free this canal of tolls so that the New Orleans-Mobile sec- 
tion of the Intracoastal Canal system may be a free waterway. 

Again we pledge our suvport to those projects on the Columbia 
River and its tributaries which are approved and recommended by 
the Tnited States Engineers and which have for their obiect the 
ne and control of the rivers for navigation or flood abate- 
ment. 

Because the Panama Canal, opened for the general good and 
at the general expense, dislocated the economic balance of trans- 
portation costs to the serious harm of the mid-continent region, 
the development of the inter-related navigation system of not less 
than nine feet depth, as consistently advocated by the Mississinni 
Valley Association, is absolutely necessary to the economic well- 
heinge of the region lying between the Alleghenies, the Rockies, 
Canada and the Gulf. 

Again the Mississippi Valley Association reminds the people of 
the United States of this great need, and urges nation-wide support 
for the prompt completion of all avproved projects incident hereto. 

We reaffirm the position taken by our last annual convention in 
which it declared: \ 

‘‘We oppose and will continue to oppose the ratification of the}: 
St. Lawrence Treaty, which was rejected by the Senate at the last 
session of Congress, until its inequities shall have been corrected: 
until the rights of the Thnited States shall have been protected: 
until the markets for United States agriculture and industry shall 
have been safeguarded; until a commercially useful Lakes-to-the- 
Gulf Waterway shall have been made secure; until vrovision be made 
whereby United States money goes to Tnited States labor, and 
United States sovereignty over Lake Michigan is preserved.’’ 

Reciprocal trade treaties are in the public interest and this Con- 
vention approved and commends the earnest and sustained efforts 
of the Secretary of State to clear the channels of trade. 

Latin America, with its rich mines, virgin forests, and fertile 


new 
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lands, can readily absorb the surplus populations of less fortunat, 
sections of the world. 

We feel that the United States should extend every aid aj, 
cooperation to the republics south of the Rio Grande, in paving the 
way for desirable immigration into Latin America and in finding 
markets for their own surplus products, as a large step in Creating 
an ever-increasing need for such products as they may regqyjp, 
from the United States. ; 

Essential to the most friendly relations between the United Stat, 
and the Latin American countries, is a better knowledge, by ty, 
people of the United States, of the culture, history and economy of 
the people to the southward. 

With all the earnestness at our command we oppose those Tulings 
of the Interstate Commerce Commission which have the effect 4 
permitting the railroads to cut rates below a compensatory basis 
for the purpose of killing off waterway transportation. 7 

George H. Maxwell developed and urged the adoption of a con. 
prehensive nation-wide plan looking to the use for all beneficig) 
purposes, in place of waste in devastating floods, of the surplus 
drainage throughout the watersheds of the country in general, apj 
of the Mississippi River and its tributaries in particular. 

His philosophy is now being carried into effect. Unselfishly ph, 
— withut reward, and without desire for reward, for theg 
ideals. 

BE IT RESOLVED that this simple recital of facts be made a 
part of the permanent records of fhe Mississippi Valley Associatioy 
as an all too small recognition of the very valuable and enduring 
services rendered the public by George H. Maxwell. 


BROOKLYN TERMINAL PROPERTY 


The Shipping Board Bureau has announced that arrange. 
ments have been made for Piers, Inc., to continue temporary 
operation of the Shipping Board terminal at Brooklyn, N. Y, 
until January 1, 1936. The lease of the operator expired No 
vember 27. Bids were asked recently for the leasing of the 
property but none was received. The bureau announced the 
property would be readvertised. 


HAMPTON ROADS PORTS 


The War Department has issued a revised edition of port 
series No. 15, covering the ports of Norfolk, Portsmouth, Nev- 
port News, and Hampton, Va. Copies may be obtained from the 
Government Printing Office, Washington, D. C., at 80 cents a 
copy. 


SHIPPING BOARD HEARINGS 


The Shipping Board Bureau has announced that hearings 
will be held in No. 322, segregation practices and charges of 
intercoastal carriers, December 16, in room No. 823, 45 Broad- 
way, New York City, and January 6, in the St. Charles Hotel, 
New Orleans, La., before Examiner L. C. Nelson. A _ proposed 
report will be issued in this proceeding. 


IMPROVEMENT OF AIRPORTS 


Additional airport projects on which federal relief money 
may be spent have been approved as follows by the Bureau of 
Air Commerce of the Department of Commerce: 

Georgia—Baxley, $19,985; Brunswick, $42,536; Cordele, $2; 
670; Eastman, $13,551; Greenville, $9,056;+ LaGrange, $2,364; 
Madison, $23,228;-Swainsboro, $11,948.50. 

Michigan—Romulus, $5,843.05; St. Helena, $1,740.35. 

New Jersey—Egg Harbor City, $15,984; Red Bank, $13,875. 

North Carolina—Hickory, $33,066.25; Wilmington, $60,000. 

North Dakota—Fargo, $5,257; Fargo (administration build- 
ing), $7,622. 
$87 en $1,193; Grand Dalles, $5,013; Pendleton, 

Texas—Brownwood, $19,863; 
$5,290. 

Washington—Arlington, $9,396.50; Chewelah, $11,814; Cle 
Elum, $5,631.30; Deer Park, $2,694.85; Ellensburg, $149,280; 
Montesano, $37,425.35; Olympia, $43,827; Port Angeles, $51,545; 
Seattle, $13,679; Seattle, $2,830; Tacoma, $4,325; Wenatchee, 
$42,478.59; Wilbur, $6,985.20; Yakima, $47,585. 


Tyler, $3,387; Georgetown, 


ICE ON AIRCRAFT 


What is believed to be a major advance in the campaign 
against one of aviation’s greatest enemies—ice formations 0 
aircraft propellers—has been made by the Bureau of Air Com- 
merce, Department of Commerce, in cooperation with the aero 
nautics industry, through the development of a single devise 


. known as a ‘slinger ring” which provides for continuous feed 


ing of an anti-ice solution to the propeller blades while the ait- 
craft is in flight. 

In making this announcement Eugene L. Vidal, director 
of air commerce, said the “slinger ring,’ which measures about 
12 inches in diameter, is 2 inches wide, weighs 2 pounds and 
‘t attached to the back of a propeller at the hub, was noW 
‘nstalled for practical service trials under actual ice conditions 
‘ound in flight. 
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U.S.-China Air Service 


First Flight of Pan-American’s China Clipper to 
Manila Carried Out on Schedule—Two More Clip- 
pers to Go in Service Soon on Regular U. S.- 
China Passenger-Mail Schedule 


The China clipper, 25-ton giant airplane of the Pan Amer- 
ican Air Ways, glided to a landing on Manila Bay, November 
29, completing on schedule the first flight of what shortly will be 
a regular weekly mail and passenger service between the United 
States and China. The flight was begun November 22 from Ala- 
meda, Cal. Until the sister ships of the China clipper—to be 
named the Honolulu clipper and the Philippine clipper—are 
placed in service, the oriental terminal of the route will be 
Manila. After that it will be Macao, about sixty miles from 
Canton. Elapsed time on the inaugural flight was a little over 


four days, while the actual flying time was just under 62 hours. 
The Alameda-Manila flight, completed without accident— 
almost without incident this week—was the result of more than 


WINGS OVER THE PACIFIC 


four years’ work. This included aerographical studies, diplo- 
matic maneuvers to provide the intermediate stations en route, 
the building and colonization of those stations, and the design 
and building of the first of the great Martin clippers. Two 
round trip test flights were made in the summer and early fall 
of 1935, preparatory to the inauguration of the regular schedule. 

Originally it was planned to begin scheduled flights on No- 
vember 3. Postponement to November 22 was not due to any 
hitch in the Pan-American’s preparations, but to the insistence 
of stamp collectors, who felt that the earlier date did not give 
them time enough to lay their plans. As a result of the post- 
ponement, the China clipper carried 115,000 pieces of mail on 
which more than $50,000 in postage had been paid. 

; For the purposes of the first scheduled flight the China 
clipper was altered so as to carry only mail. In regular service, 
however, it is designed to carry 18 passengers in addition to 
its crew of seven and mail and baggage bringing the total useful 
load up to over 22,000 pounds. 


Route and Landing Stations 


one route followed on the flight and to be followed on 
om ar schedule is from Alameda to Honolulu, 2,400 miles; 
oa hey Midway Island, 1,325 miles; to Wake Island, 1,191 
some Ae Guam, 1,536 miles and to Manila, 1,736 miles. Land- 
al tons and ground crews have been established at all 

€ points. At Guam there is an American naval station 
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and at Midway Island a trans-Pacific cable station, but, until 
the Pan-American’s supply ship North Haven landed materials 
and a @¢rew on Wake Island a few months ago, that spot was 
completely uninhabited and could boast of neither fresh water 
nor trees for shelter from the tropical sun. 

Captain Edwin C. Musick, chief pilot for the Pan-American, 
was flight commander on the inaugural trip. The takeoff from 
Alameda was a matter of considerable ceremony, those taking 
part including Postmaster General Farley; Juan T. Trippe, 
president, Pan-American Air Ways, and Frank F. Merriam, gov- 
ernor of California. By short wave radio, Manuel Quezon, new 
president of the Philippine Republic, and Joseph B. Poindexter, 
governor of Hawaii, joined in the ceremonies. 

The following were the members of Captain Musick’s crew: 
First officer, Robert O. D. Sullivan; second officer, George King; 


engineers, Chancey B. Wright and Victor A. Wright; radio 
officer, William T. Jarboe; navigation officer, Frederick J. 
Noonan. 


China Clipper’s Dimensions 


The China clipper, designed especially for trans-Pacific serv- 
ice, bears some resemblance to the Brazil clipper, a Sikorsky 
plane, which has been called by some her sister ship. In fact, 
however, there are manw differences in the two planes. The 
China Clipper is a Glenn Martin plane, bearing the design 
designation No. 7. It was built over specifications developed 
by the engineering staff of the Pan-American Airways of which 
Colonel Charles A. Lindbergh is the head. 

The China clipper is powered by four radial air-cooled, 
geared and supercharged motors, each developing 800 horse- 
power and driving a controllable-pitch propeller. The plane, 
of the flying boat type, has been fitted with every advanced 
type of instrument designed to aid in long-range flying and 
navigation. There are more than 150 flight instruments and 
controls included in the plane. Within its hull and wings it 
carries a fuel load of 8% tons, adequate for a flight range 
of 3,200 miles. Its engines are powerful enough to develop a 
speed of 192 miles an hour. 

The all-metal wings of the China clipper have a spread 
of 130 feet and its all-over length is 89 feet 6 inches. The hull 
was specially designed for taking off from and landing on the 
open sea. Each of its cabins is constructed as an independent 
unit separated from the others by bulkheaded sections. 


At the bow, the first compartment corresponds to the bridge 
of an ocean liner. Here are the posts of the captain, the first 
pilot officer, the engineering officer and the radio officer. In 
this compartment, in addition to regular transport flight equip- 
ment as carried on other air liners, the China clipper carries 
several instruments and mechanical aids designed especially 
for it. Only flight and navigation instruments are mounted on 
the instrument board. Engine and fuel instruments, control lev- 
ers for the wing brakes and the controllable-pitch propellers 
are mounted at the rear of the bridge at the station of the 
engineering officer. Across the cockpit from this station are 
the two radio instruments. One set is adjusted so as to be 
in continuous communication with ground stations. The sec- 
ond, an identical set, is used exclusively for radio navigation 
in connection with new ocean-spanning wireless direction find- 
ers, which have a range of 1,800 miles. 


Next aft the bridge is the chart room, where the captain 
of the ship has his office and the navigation officer his post. 
The master compass is located in this compartment together 
with the chart library, the celestial navigation instruments and 
other materials and instruments needed for navigation. 

Behind this are two cabins holding auxiliary fuel tanks 
which bring the total fuel capacity of the ship up to 3,000 gal- 
lons. These tanks are connected with the main tanks. Fuel 
may be pumped either by hand or by an air motor. 

The aft compartment contains sleeping quarters for off-duty 
members of the crew and behind this is the washroom and the 
storage space, which will on future flights be used for passenger 
accommodations. 

Among the auxiliary aids used for the first time on the 
China clipper is a new lubricating system which provides auto- 
matic lubrication for rocker arms and at other engine points 
hitherto capable of being lubricated only when the ship was 
at rest on land or on the surface of the water. An electric 
synchronizer measures to the fraction of a revolution the pro- 
peller speeds so that the motors may be run in perfect unison. 
An automatic meter registers the flow of gasoline from the 
tanks to the engines. 


AIR SAFETY REQUIREMENTS 


A modification in Bureau of Air Commerce requirements 
with respect to intentional instrument flying in the vicinity of 
airports and airways which will permit non-air line pilots to 
engage in such flying under certain specified conditions has 
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been announced by Eugene L. Vidal, Director of Air Commerce 
in the Department of Commerce. 

The bureau also has approved an interair line safety agree- 
ment covering operations on the Chicago-Cleveland-Newark Air- 
way. Both measures grew out of a conference on air traffic 
control at which officials of the Bureau of Air Commerce met 
with representatives of the air lines, miscellaneous commercial 
operators, private flyers, the army, navy, coast guard and 
weather bureau. The conference, held in Washington Novem- 
ber 12, 13 and 14, dealt with the subject of traffic control in 
general, and the two measures announced today represent steps 
toward the formulation of a plan for traffic control throughout 
the country. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended November 23 
totaled 646,503 cars, 18,173, or 2.9 per cent, above the preced- 
ing week, 84,561, or 15 per cent, above the corresponding week 
last year, and 60,765, or 10.4 per cent, above the corresponding 
week in 1933. Miscellaneous loading totaled 257,551; merchan- 
dise, 161,091; grain and grain products, 33,358; forest products, 
28,570; ore, 10,133; coal, 132,549; coke, 7,843; live stock, 15,408. 

Revenue freight loading the week ended November 16 totaled 
628,330 cars, according to the Association of American Railroads. 
(See Traffic World, Nov. 23, page 910, where, by mistake, this 
item was placed under the heading, “Chicago Traffic Council.’’) 

All districts reported increases for that week in the num- 
ber of cars loaded with revenue freight compared with the cor- 
responding week last year. All districts also reported increases 
compared with the corresponding week in 1933 with the excep- 
tion of the Central Western, which showed a decrease under two 
years ago. 

Loading of revenue freight in 1935 compared with the two 
previous years follows: 


1934 1933 
weeks in January 
weeks in February 
weeks in March 
weeks in April 
weeks in May 
weeks in June 
weeks in July 
weeks in August 
weeks in September ... 
weeks in October 
Week of November 2 .... 
Week of November 9 594,790 
Week of November 16 585,034 


27,690,264 26,047,078 


Revenue freight loading the week ended November 16 and 
for the corresponding period last year, by districts, was reported 
as follows: 


em OLR OT OT 


Eastern district: Grain and grain products, 4,917 and 4,659; live 
stock, 1,512 and 2,098; coal, 22,657 and 28,852 ;coke, 1,617 and 1,825; 
forest products, 1,206 and 1,357; ore, 2,075 and 573; merchandise, L. 
C. L., 39,923 and 39,561; miscellaneous, 60,899 and 45,417; total, 1935, 
134,806; 1934, 124,342; 1933, 132,596. 

Allegheny district: Grain and grain products, 3,068 and 3,002; live 
stock, 976 and 1,605; coal, 26,704 and 31,868; coke, 3,325 and 1,845; 
forest products, 989 and 776; ore, 2,938 and 1,403; merchandise, L. C. 
L., 30,531 and 29,063; miscellaneous, 50,084 and 39,634; total, 1935, 
118,615; 1934, 109,196; 1933, 112,476. 

Pocahontas district: Grain and grain products, 274 and 353; live 
stock, 176 and 232; coal, 34,627 and 30,506; coke, 364 and 487; forest 
products, 553 and 566; ore, 254 and 68; merchandise, L. C. L., 5,427 
and 5,259; miscellaneous, 5,587 and 4,691; total, 1935, 47,262; 1934, 
42,162; 1933, 41,706. 

Southern district: Grain and grain products, 1,989 and 2,468; live 
stock, 979 and 1,552; coal, 15,428 and 16,139; coke, 350 and 285; forest 
products, 7,949 and 6,868; ore, 544 and 391; merchandise, L. C. L., 27,- 
857 and 28,147; miscellaneous, 34.951 and 33,909; total, 1935, 90,047; 
1934, 89,759; 1933, 88,094. 

Northwestern district: Grain and grain products, 9,001 and 6,723; 
live stock, 4,079 and 5,772; coal, 7,586 and 6,463; coke, 1,146 and 579; 
forest products, 7,202 and 5,812; ore, 4,648 and 339; merchandise, L. 
Cc. L., 18,935 and 19,150; miscellaneous, 28,929 and 28,007; total, 1935, 
81,526; 1934, 72,845; 1933, 71,611. ? ’ 

Central Western district: Grain and grain products, 6,856 and 
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6,846; live stock, 7,518 and 9,361; coal, 11,471 and 9,170; coke, 18] and 
244; forest products, 4,737 and 3,622; ore, 1,558 and 1,067; Merchandige 
L. C. L., 24,233 and 23,092; miscellaneous, 45,488 and 40,367; total 
1935, 102,042; 1934, 93,769; 1933, 103,358. 

Southwestern district: Grain and grain products, 3,028 and 3, 986; 


_ live stock, 1,898 and 2,642; coal, 3,936 and 3,406; coke, 137 ang 152: 


forest products, 3,413 and 2,696; ore, 263 and 211; merchandise, L, ¢ 
L., 12,266 and 12,680; miscellaneous, 29,091 and 27,188; total, 1935 
54,032; 1934, 52,961; 1933, 52,867. 


ALBUQUERQUE AIR SERVICE 


Arguing in support of its application in air mail docket 
No. 10 for permission to establish air service between Alby 
querque, N. M., and San Francisco, Calif., via Winslow, Ariz, 
and Las Vegas, Nev., Transcontinental & Western Air, Inc., cop. 
tends that permission from the Commission is not necessary 
but that if it is necessary the facts warrant the Commission jp 
granting it. It contends that competition alleged by inte. 
veners against the application is not such as is contemplatej 
by the prohibition in the air mail act. The brief discusses the 
interventions of the United Air Lines Transport Corporation, 
American Airlines, Inc., and Western Air Express Corporation 
in the light of that contention and answers the contention of 
the Postmaster General that the Commission has no jurisdiction 
in the matter. 

Unless the Commission shall first determine that the serv. 
ice proposed would in some way compete, within the meaning 
of the statute, with service available on another air mail route, 
no permission, says the brief, is necessary for the institution 
and maintenance of such service. The brief says the applicant 
proposes to institute and maintain passenger and express serv. 
ice off the line of its air mail route, which, as a matter of lav, 
does not in way compete with passenger or express service 
available on another air mail route and that therefore no per. 
mission of the Commission is required. 

Another contention is that if the Commission shall find that 
the service proposed would compete, within the meaning of the 
statute, with passenger or express service available on another 
air mail route, the Commission nevertheless has the power to 
authorize the institution and maintenance of such service if, 
after hearing the facts, it shall determine that the public con- 
venience and necessity require it and that it does not tend to 
increase the cost of air mail transportation. 

The brief asserts the only competition which is prohibited 
by the language of the air mail act is that afforded by “passen- 
ger or express service off the line of his air mail route.” There 
is no attempt, says the brief, to restrict any competition which 
may be afforded by service on the line of an air mail route 
or by any service made available through a combination of of: 
line plus on-line service. Consequently, says the brief, the 
proposed service between Albuquerque and San Francisco is 
the only service to be considered in determining competition 
within the meaning of the statute. 

Such off-line passenger or express service to be barred by 
the statute, it is declared, must compete “with passenger or 
express service available upon another (single) air mail route.” 
It is claimed that the facts with respect to the proposed service 
do not come within the meaning of the language quoted. 

Answering the contention of the Postmaster General that 
the Commission has no jurisdiction, the brief says Congress has 
sought to place the control and development of all modes of 
passenger and express transportation under the jurisdiction of 
the Interstate Commerce Commission. It has never conferred 
that jurisdiction, it adds, on the Postmaster General nor has the 
Postmaster General ever before asserted that this field comes 
within the scope of his authority. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 


Revenue Freight Car Loading—Week Ended Saturday, November 16 


Grain and Live 
stock Coal 
24 262 136 404 
Total all roads ........+.. eevee . ,404 
4 22,265 136,903 
Preceding week Nov. 9 A 18,930 124,533 
Per cent increase over . 3.9 
Per cent decrease under . awed 26.3 
Per cent increase over 3 
Per cent decrease under .... - 1933 10.6 23.0 
1935 634,915 
Cumulative 46 weeks to Nov. 16 bt 973,956 


1,498,292 793,779 4,985,767 
Per cent increase over ..... iach 


Per cent decrease under ........ 5.9 34.8 4 
Per cent increase over ..........19 7.8 
Per cent decrease under .........1933 6.3 20.0 


Per cent to 15 year average 71.2. 


Forest Mdse. 
Coke products L.C. L. Miscellaneous Total 
26,049 i 159,172 255,029 628,330 
21,697 05 156,952 219,213 585,034 
24,228 165,545 208,829 602,708 
27,702 é 164,511 264,745 
20.1 : 1.4 16.3 


7.5 22.1 


1,224,728 955,288 10,857,335 27,982, $54 

1,036,915 773,776 10,354,186 27,600.20 

257,933 985,744 723.986 7,536,370 9,265,207 26,047, ¥ 
18.1 23.5 4.9 . 


a a 14 
15.2 24.2 31.9 17.2 “ 
4.0 
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7m Advice to Truckers 
ang ww Director of Bureau of Motor Carriers Warns Them to 


“Watch Their Step” in Filing Initial Tariffs— 
Comments on Delay in Filing Applications 
for Certificates and Permits 


Se, L. ¢ 
tal, 1935 


| docket In extemporaneous remarks before meetings of truck op- 
n Alby. erators, John L. Rogers, director of the Bureau of Motor Car- 
NV, Ariz, riers of the Commission, has been outlining what the bureau 
NC., Cop. is attempting to do under the motor carrier act and has offered 
>Cessary suggestions for the consideration of the truckers subject to 
ssion in the act as to what they should do. be 
Y inter. Typical of what he is doing along this line were his re- 
mplated marks at a meeting of New England motor truck owners at 
3Ses the Hartford, Conn., the night of November 22. He spoke along 
oration similar lines at the meeting held at Reading, Pa., the night 
poration of November 26, under auspices of the Reading Traffic Club and 
ition of the Reading Chamber of Commerce. 
Sdiction In speaking to the New England truckers Mr. Rogers placed 
emphasis on the desirability of cooperation on the part of truck- 
1e serv. ers in preparing their initial tariffs for filing with the Com- 
neaning mission, to the end, as he indicated, that they would not “kill 
1 route, the goose that lays the golden egg.” 
titution “Simply because you have the opportunity of filing the rates, 
pplicant and nobody can tell you how or what rates to file, you should 
3S sery- not overlook the public interest and the interests of the ship- 
of lay, pers,” said he. “If you do, I think the trucking industry will 
service be the loser in the long run. If you file rates that are too 
no per- high, in my opinion, you will simply drive the shipper who is 
now using commercial trucks to use his own trucks. You 
nd that may believe you have the whip hand now, but you haven’t it 
of the at all. You may think you have, but you can’t keep it. 
another “The Commission wants to work with the industry and 
wer to wants to work with you operators, the public and the ship- 
vice if, pers, but we can’t work with the industry if there are fifty- 
ic con seven varieties of rates in the industry.” 
‘end to Director Rogers told the truckers that, unless they got 
together themselves in the interest of uniformity of rates, “you 
hibited may get by with it initially, but a little later the Commission 
passen- is going to have to prescribe them for you.” He also had a 
There word of caution against truckers filing rates below the cost 
which of service. 
| route “I hope you will understand that I don’t mean to be harsh, 
of off- but we are going to have a rate base, and it isn’t going to be 
af, the different in every township,” said he. “It is a time of give 
isco is and take and I hope you will not insist on holding out for 
etition purely local interests, but get together on this matter. If 


there ever was a time the industry needed to get together it 
red by is now.” 


ger or The motor bureau, said Mr. Rogers, was following out a 
route.” plan of cooperation with the industry with respect to the formu- 
service lation of necessary rules and regulations under the act. Tenta- 
tive requirements, said he, would be submitted to committees 
1 that representing various branches of the industry and the industry’s 
ss has reaction to them be obtained before final promulgation was 
des of made. 
ion of Relatively few of the thousands of truckers it is estimated 
ferred are subject to the new act have filed their applications for 
as the certificates or permits, Mr. Rogers called attention to that fact 
comes in his remarks. Those who were in business prior to October 


15, when the certificate, permit and brokerage license provisions 
became effective by Commission order, have 120 days from that 


spen- § date to file their applications. More than a third of.this period 
ATLY has passed and only a small number of applications have been 
0 be filed. Delay on the part of those subject to the act in filing 


applications, officials point out, will clog the regulating machin- 
ery of the Commission later on. 





MOTOR CENTRAL FREIGHT ASSOCIATION 
Interstate common carrier motor companies operating into 


Total re out of the state of Michigan have formed the Motor Carriers’ 
585,034 entral Freight Association with headquarters at Detroit. Car- 
602,708 riers who interchange with interstate operators have also been 
658,62 invited to join the new organization and it is intended to form 

i, also a division for the purely intrastate operator. 

4.3 _ The purposes of the organization, as stated in a communica- 
592,859 tion from Foster M. Wintermute, chairman, “are to enable the 
590,264 members to cooperate with each other and with other motor 
041,008 oe on the subjects of divisions and through rates, statistics, 

cmtetfications, rules, regulations and inspections and to secure 

14 for the members the interchange and promulgation of authentic 


ee in regard to the traffic and tariffs of rates of the 
espective parties and to aid in securing compliance with the 
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laws of the states and of the United States relating to and 
regulating commerce.” 

The association has organized a tariff bureau which is now 
preparing tariffs for its members and participating motor freight 


- lines. 


Mr. Wintermute was for 24 years with the Michigan Com- 
missions and was for 16 years traffic manager of its rate and 
tariff department. 


CARAVANING OF AUTOMOBILES 


A study of the practice of “caravaning” automobiles from 
points of manufacture to points of sale has just been completed 
by Joseph H. Hays, counsel, Western Association of Railway 
Executives, Chicago. The study leads to the conclusion that 
the practice introduces new hazards into highway travel and 
that one cure for it would be for the railroads to make “sub- 
stantial and very general reductions” in the rail rates on auto- 
mobiles, assuming they are permitted to make such reductions 
and are financially able to do so. 

“Caravaning” is defined in the study as the practice oi 
driving a number of cars from the manufacturing to the dis- 
tributing point in charge of one or two men in the employ of 
a caravaning contractor. Usually two cars are handled by one 
driver, the second being attached to the first by a drawbar. 
Drivers for such tandems are ordinarily hired for the single 
trip, often compensated only in subsistence on the way and 
free transportation to the destination. The practice, according 
to the study, originated in 1932 and it was estimated that more 
than 3,000 cars were caravaned from the Michigan producing 
territory to intermountain and west coast destinations in the 
spring and summer of 1935. One manufacturer of automobiles 
reported that 90 per cent of its production was moving to mar- 
ket in this fashion. 

The study indicates that a movement from Detroit to the 
west coast represents an outlay of about $60 a car to the con- 
tractor, who receives $75. This compares with rail rates rang- 
ing from $130 to $155, depending on the make of the car. 

Fixing of minimum caravaning rates by the Commission 
might help to cure the situation, the study says, and adds that 
the enforcement of safety regulations, hours of service, and 
working conditions under the motor carrier act may act as a 
deterrent. 


TRUCK ACCOUNTS AND REPORTS 


An accounting committee of the American Trucking Asso- 
ciations, Inc., according to an announcement of that organiza- 
tion, is in consulation with the Commission’s Bureau of Motor 
Carriers with regard to accounts and standard forms to be 
used by truck operators in keeping their accounts and making 
reports to the Commission. Its consultations have been with 
Maurice E. Sheahan, chief of the section of accounts of the 
motor bureau, and E. B. Breitenbach, assistant chief. 

Consultations are also being held with representatives of 
state regulating commissions, through the National Association 
of Railroad and Utility Commissioners, the idea being to have 
uniformity for state and federal accounts and forms. 

Simplicity has been urged on the regulatory bodies, one 
suggestion being that only annual reports be required. Another 
suggestion is that there be two classes of accounts, one for 
operators having fewer than ten trucks and the other for oper- 
ators having more than ten trucks, only operating revenues 
and operating expenses and balance sheet items being shown. 

The members of the committee are: J. A. Sutton, Charlotte, 
N. C.; L. D. Boyd, Louisville, Ky.; H. F. Manogg, Detroit, Mich.; 
K. K. Shaul, Wichita, Kan.; Jack O’Hara, San Jose, Calif.; 
Brynn Belea, Los Angeles, Calif., and C. I. King, the latter of 
the A. T, A. accounting division. 


MOTOR BUREAU APPOINTMENTS 


Emery A. Boudreau, formerly director of the Motor Truck 
Rate Bureau of Massachusetts, Inc., has been employed by the 
Commission as assistant chief of the section of traffic of the 
Bureau of Motor Carriers, in charge of tariffs. Charles H. Peck, 
formerly an examiner on the Commission’s staff, has been ap- 
pointed assistant chief of the same section, in charge of rates. 
Edward B. Breitenbach, an accountant formerly with the Com- 
mission’s Bureau of Accounts, has been made assistant chief 
of the section of accounts of the motor bureau. 


LABOR AND RAIL HIGHWAY LINES 


Railroad companies are doing the wrong thing when they 
invest in bus and truck operations, according to the Railway 
Labor Executives’ Association. 

“We have heard a great deal about the precarious financial 
condition of steam transportation,’ said George M. Harrison, 
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chairman of the association. “We have been told by railroad 
officials that one reason for that unfortunate situation is the ‘cut- 
throat competition’ of the busses and trucks. Now we find 
the New York Central and other lines promoting the very kind 
of competition which they assured us threatened the existence 
of the railroad industry. 

“The Railway Labor Executives’ Association is resolved to 
do what it can to check such a suicidal policy. Those responsible 
want to get out from under the emergency transportation act. 
If they are successful they will not only sacrifice the jobs of 
hundreds of railroad workers but make the carriers’ financial 
condition still more insecure.” 


IMPROVEMENT OF HIGHWAYS 


Highway improvement and grade crossing elimination 
projects have been approved by President Roosevelt as follows: 
Kentucky, $3,250,100 for highways and $2,968,625 for grade cross- 
ings; Virginia, $1,813,563 for highways; Maryland, $437,684 for 
highways and $1,860,000 for grade crossings; Colorado, $1,238,400 
for grade crossings; Hawaii, $321,703 for grade crossings; North 
Dakota, $736,000 for grade crossings; Ohio, $7,010,598 for grade 
crossings; Texas, $5,180,840 for grade crossings; Delaware, 


$828,801 for highways, and New York, $10,546,377. 


TRANSPORT CONFERENCE COMMITTEE 


The board of directors of the Association of American Rail- 
roads has appointed J. M. Symes, vice-president in charge of 
operations, and A. F. Cleveland, vice-president in charge of 
traffic, of the association, to represent the railroads on the 
“harmony” committee, which was proposed by the American 
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Trucking Associations, Inc., with a view to bringing about 
operation between the shipping public, rail transportation ay 
the trucking industry (see Traffic World, Nov. 16, p. 858). T, 
trucking members of the committee are Ted V. Rodgers, preg. 
dent of the association; Frank I. Hardy, of Boston; H. D, Hy. 
ton, of Charlotte, N. C.; S. J. Cashe, of St. Louis, and Lelay 
James, of Portland, Ore. The National Industrial Traffic Leag, 
is to be represented on the committee. 


SAFETY CONFERENCE 


Secretary Roper, of the Department of Commerce, has 4). 
nounced that the safety conference he has called at the requey 
of President Roosevelt will be held December 18 (see Tra, 
World, Nov. 23, p. 914). 

With reference to the committee on cooperation with cop 
mon carriers it is proposed to set up, Mr. Roper said this cop. 
mittee would be composed of representatives of outstanding 
common carrier groups, such as steam railroads, busses, truck 
and electric railways. 

“It should make special studies of ways and means }y 
which the common carriers can aid in reduction of accident 
and cooperate with all other groups in the movement by gy 
plying them, either voluntarily or upon request, with any help 
ful information or assistance which may be available through 
the common carriers,” said he. 

There will also be committees on safety in the air and m 
safety at sea. As to the latter, Mr. Roper said that committe 
could well inaugurate its work by assisting in obtaining the 
passage of well-considered bills now before Congress designed 
to make travel at sea safer and approved by the Bureau of 
Navigation and Steamboat Inspection. 


The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves.) 


DIVERSION OF TRAFFIC TO TRUCKS 


Editor, The Traffic World: 

In these days, when so much is being said, and rightly so, 
about the necessity of giving to our railroad structure all pos- 
sible assistance to help them get on their feet and again be- 
come a really vital factor in the prosperity of the country, it 
is worth while for us to consider the fact that the carriers 
themselves could do much to attract business away from the 
trucks if they were to take steps to cure some existing evils 
which certainly must have been repeatedly called to their atten- 
tion by shippers and receivers of freight, both in that group of 
persons who, while still using the rail lines, are suggesting 
causes of these evils, and by that second group of persons who 
have diverted a substantial volume of their traffic to trucks 
because of these same evils. 


As a friend of the carriers, whose pro railroad convictions 
are well known, we would point to one particular evil which 
is probably doing as much to divert traffic from the rail lines 
to the truck lines as any other single factor, and that is the 
absolute disregard of logical loading and handling of less than 
carload freight to secure prompt delivery where transfer is 
involved en route. 

One glaring example of what amounts almost to criminal 
negligence—at least, as it. relates to the damage that may be 
done to a carrier—will suffice, On July 24 we made a ship- 
ment out of our plant at Troy, New York, consigned to Lynch- 
burg, Virginia, and specifically routed by us “NYC c/o Pa c/o 
Southern.” The customer wired us, after a considerable length 
of time, that they had not received the material and we started 
an investigation, and the investigation revealed the following 
sad picture: 

In the first place, the carrier’s employe must have concluded 
that he knew more about routing freight than we did (although 
the outcome leaves that seriously in doubt) and he routed the 
shipment, in spite of our specific routing instructions, “NYC, 
Reading, N&W and Southern.” The shipment had been trucked 
from Troy to Albany in the interests of service (?). Albany 
loaded it to Syracuse, New York, on the twenty-fourth, Syracuse 
loaded it to Newbury Jct. on the twenty-fifth, Newbury Jct. 
loaded it to Reading, Pa., on the twenty-seventh, Reading load- 
ed it to Hagerstown, Maryland, on the twenty-ninth, Hagers- 


town loaded it to Baltimore, Maryland, on the thirty-first, Balti- 
more loaded it to Winchester, Virginia, on August 2, Winchester 
loaded it to Strassburg, Virginia, on August 5, Strassburg 
loaded it to Potomac Yards on August 8, and Potomac Yards 
loaded it to Lynchburg on the same date. Another interesting 
side light on this matter is the fact that it took from August 
3 to August 13 to develop with the carriers what actually hap- 
pened to this much-traveled and handled shipment. 

We cite this particular case, which we concede is unusual, 
merely to show what is being done to expedite (?) less than 
carload freight shipments, and there are thousands of cases 
where freight is loaded by a carrier without any regard as t0 
whether or not a transfer to which it is being forwarded cal 
load it expeditionsly to destination. 

It would appear to the writer that, if the carriers, together 
with the advisory boards, would make a study of the possibili: 
ties of handling freight to eliminate the most transfers they 
might be able to attract much of the long-haul truck trafic 
back to the rails. We offer this for the consideration of Trafic 
World readers. 

Behr-Manning Corporation, 
H. N. VanAntwerp, Traffic Manager. 
Troy, N. Y., Nov. 22, 1935. 


Editor The Traffic World: 

It is always interesting to read “The Open Forum” of yor 
valuable magazine. The article in your Nov. 9 issue on modifica- 
tion of Rule 10, by Traffic Manager Price, and Traffic Manager 
Atwater’s comments thereon in the Nov. 23 issue were of pal: 
ticular interest to me and should be of vita] interest to all 
especially to the carriers who are using every means of research 
to recapture the lost L. C. L. tonnage—a tonnage that has 
“gone, but not forgotten.” 

We can hark back to the days not so long ago when the 
railroads, particularly in the densely-populated eastern territory, 
had two to six local freights running on their divisions daily, 
such locals pulling from fifteen to twenty L. C. L. cars for dis 
tribution en route. Teday I venture to say their set-up consists 
of perhaps one local a day and that local is scheduled 
express time. Why? For the reason that most of their stations 
have been abandoned. Why! For the reason that all that 
previous L. C. L. tonnage is now moving over the highways, 4! 
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that is the tonnage that should be returned, and a great part 
of that tonnage can and would be recaptured under the pro- 
posed modification of Rule 10—now being tossed from table to 
table—without any definite action having as yet been taken. 

Quoting in part Mr. Atwater’s last paragraph, I, too, hope 
that the carriers will have their eyes opened to the possibilities 
contained in Rule 10 modification and issue an S. O. S. to have 
same effective at an early date. 

Chas. G. Phillips, Traffic Manager, 
National Folding Box Co. 
New Haven, Conn., Nov. 26, 1935. 


CLASSIFICATION SIMPLIFICATION 


Editor, The Traffic World: 

“All the world am sad and dreary’—and it seems that 
every once in a while someone has to try to make it even 
more so. 

I have noted with considerable regret the attack on the 
members of the classification committees. I have been dealing 
with classification committees since 1912; have not always 
received all that I asked for; have sometimes been turned 
down flatly, and at other times have, after thorough discussion 
of the subject, been given more than I asked for. I have never 
yet found any body of men, nor any one man, who has ever 
agreed with me 100%, and I never expect to. The classifica- 
tion committees are no exception to that rule. 

I have had some wordy battles with different members at 
different times but never found that it made any difference 
in our personal relations, nor in their considering my future 
proposals. The classification is not perfect. We never will 
have a perfect one. The works of human beings are never 
perfect. But no one can deny that there have been many im- 
provements in the classification in the last few years. As this 
letter, if published, will be read by traffic men, I do not feel 
it necessary to go into details as to such changes. 

I only hope that, in my future dealings with other bodies 
of men, I may feel that my proposals have received the same 
courteous and thorough attention that I do feel that my pro- 
posals of the past have received at their hands, and I also 
earnestly hope that my relations with other bodies of men may 
be as pleasant as they have been with the classification com- 
mittees. 

No man nor any body of men has ever attempted a work 
of the magnitude of a classification without making some ene- 
mies. Our beloved “Teddy” made some remark about the num- 
ber of one’s enemies indicating the amount of work that the 
individual had done. It would be mighty funny if our classifica- 
tion committees had no enemies—but I do not hesitate to voice 
the opinion that they have far more friends than enemies 
among the shipping public today. 

Here’s to them and may they continue their good work. 

Michigan Paper Mills Traffic Association, 
James F. Dougherty. 
Kalamazoo, Mich., Nov. 25, 1935. 


NEW HAVEN INVESTIGATION 


Editor The Traffic World: 

We received our copy of The Traffic World of November 23 
and under the heading “Evidences of Awakening” included in 
Same is comment on Mr. Pelley criticizing the action of the 
Commission in its investigation of the New Haven road, of which 
Mr. Pelley was formerly head, and which road is now heading 
for, if not already in, receivership. Why should Mr. Pelley 
criticize said investigation? Is he afraid they may unearth 
something, which the people who pay the freight should know, 
likewise the stockholders? If their operations, etc., have been 
upright they should have no fear whatever of any investigation, 
and the sooner the Commission starts to investigate more rail- 
roads, they may develop something that is of interest not only 
to the shipping public who pay the bills, but likewise the stock- 
holders. 

J. W. Willen, 
’ Brown and Willen, Inc. 

Martinsburg, W. Va., Nov. 26, 1935. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period Oc- 
tober 15-31, inclusive, was 208,158, as compared with 220,199 
ine in the preceding period, according to the Association of 
a saree Railroads. It was made up as follows: Box, 107,209; 
Hp ee box, 1,066; auto and furniture, 17,064; total box, 
‘1 798-° ae 8,249; gondola, 27,988; hopper, 19,740: total coal, 
erate » Coke, 316; S. D. stock, 16,625; D. D. stock, 3,365; refrig- 

or, 5,652; tank, 325; miscellaneous, 560. Canadian roads 


reported a surplus of 5,690 box, 568 auto and furniture, 538 flat,. 


call gondola, 318 S. D. stock, 244 refrigerator, and 360 mis- 
elaneous cars, a total of 8,114. 


The Traffic World 


PAGE 949 





Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

_ State commerce law, who is a member of our legal department, will give 

his opinion in answer to any simple question relating to the law of interstate 

transportation of freight. A traffic man of long experience and wide knowl- 

edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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Forwarding Companies—Allowance to Shipper for Trucking 
Service 


Oklahoma.—Question: The question from a shipper in 
Pennsylvania on page 867 of Nov. 16, 1935, Traffic World, under 
the above caption, raises a question in my mind. 


If I read the Motor Carrier Act 1935 correctly, particularly 
Section 211 (a), Brokerage Licenses, it seems to me that For- 
warding Companies do come under the jurisdiction of the Inter- 
state Commerce Commission. 

In the case of the shipper from Pennsylvania, what effect 
will this have if he were to accept the rate for the hauling of 
freight from their plant to the forwarding company’s dock in 
another city? 

Answer: The forwarding company to which reference is 
made in the question to which you refer is, as we understand, 
a forwarder who, as a rule, consolidates less-than-carload ship- 
ments and forwards the same by rail to their destination. These 
forwarding companies, as we stated, are not subject to regula- 
tion by the Interstate Commerce Commission, and therefore, 
the payment of an allowance to a shipper for the trucking of 
his own goods in lieu of amounts which they have been paying 
to a licensed and registered trucking organization is not in 
violation of the law. They are, in effect, hiring the shipper 
to transport goods to the point where they receive such goods 
for transportation in lieu of hiring a trucking company to trans- 
port the goods to that place, and presumably, the amount 
charged for the transportation of the goods to their final des- 
tination includes this allowance, or competition makes it 
advisable to make the allowance. 


We see no distinction insofar as the legality of the trans- 
action is concerned, whether the allowance is made for hauling 
from the plant of the shipper to the forwarding company’s dock 
in the same city or in another city. 

So far as the provisions of the Motor Carrier Act are con- 
cerned, the shipper, in hauling his own freight, is not subject 
thereto, except with respect to the provisions of sub-division 3, 
of paragraph (a), of section 204, under which provisions the 
Commission may establish, if need therefor is found, reason- 
able requirements to promote safety of operation, and to that 
end prescribe qualifications and maximum hours of service of 
employees, and standards of equipment. 


Limitation of Actions—Transportation of Live Stock 


Minnesota.—Question: Is the railroad company within its 
legal rights in insisting that a claim for injured or lost live- 
stock be filed within nine months of the date of shipment? 

Sometime ago I saw a. court decision denying the railroad 
company this right and insisting that claims could be filed any 
time within the two-year period. I am unable, however, to 
locate that decision. 

Answer: Paragraph (c) of Section 2 of the Contract Terms 
and Conditions of the Uniform Live Stock Contract provides 
that: 


As a condition precedent to recovery, claims must be filed in 
writing with the receiving or delivering carrier, or carrier issuing 
this bill of lading, or carrier on whose line the loss, damage, injury 
or delay occurred, within nine months after delivery of the property 
... or, in case of failure to make delivery then within nine months 
after a reasonable time for delivery has elapsed; and suits shall be 
instituted against any carrier only within two years and one day 
from the day when notice in writing is given by the carrier to the 
claimant that the carrier has disallowed the claim or any part or 
parts thereof specified in the notice. Where claims are not filed 
or suits are not instituted thereon in accordance with the foregoing 
provisions, no carrier hereunder shall be liable, and such claims 
will not be paid. 


As you will observe one of the stipulations in the bill of 
lading provisions quoted above is that where claims are not 
filed or suits are not instituted thereon in accordance with the 
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provisions set forth in Paragraph (e) of Section 2, no carrier 
shall be liable and such claims will not be paid. 

In Louisiana & Western Railroad Co. vs. Gardiner, 273 U. S. 
280, 47 S. Ct. 386, the Supreme Court of the United States holds 
that the provisions of Section 20, paragraph 11, of the Inter- 
state Commerce Act with respect to the filing of claims or 
institution of suits was not intended to operate as a statute 
of limitation. Furthermore, in the above referred to case and 
in Ellis & Clarke vs. Davis, 260 U. S. 682, 43 S. Ct. 243, it is 
held that the bill of lading provisions with respect to the insti- 
tution of suits for loss, injury or delay were contractual in 
nature. 

The bill of lading being a part of the Consolidated Classifi- 
cation and filed with the Interstate Commerce Commission, it 
would appear that it has the force and effect of a tariff provi- 
sion and that under the principle of the decision in the case 
of Kansas City, Southern Ry. Co. vs. Wolf, 261 U. S. 133, 43 
S. Ct. 269, discrimination would result were the carriers to 
depart from the provisions of the bill of lading. 

Nevertheless, to be effective such limitation must be reason- 
able; and it has been said that the only limitations as to the 
validity of such contracts are that they must be reasonable, 
and that there must be prompt action on the part of the carrier 
in denying its liability, to the end that the shipper may be duly 
apprised of the fact that suit will be necessary. Stipulations 
of this character are not opposed to public policy, and do not 
operate as a restriction on the common-law liability of the 
earrier. It has further been held that such limitations are not 
prohibited by the Carmack amendment which prohibits a com- 
mon carrier from limiting by contract, rule, or regulation its 
liability for damages resulting from its own negligence or the 
negligence of any other common carrier into whose possession 
the property may come for transportation by virtue of the bill 
of lading which the section requires the initial carrier to issue 
to the shipper; and in as much as the Carmack amendment 
supersedes state legislation on the subject, a limitation of the 
character under consideration in a contract for interstate ship- 
ment will be valid, notwithstanding any state legislation to the 
contrary. Missouri, etc., R. Co. vs. Harriman, 227 U. S. 657, 
33 S. Ct. 397. 

We have been unable to locate a decision which holds that 
the limitation period prescribed in the above quoted provision 
of the Uniform Live Stock Contract is unreasonable. 


Accord and Satisfaction 


New York.—Question: A shipment was received at a local 
point in this territory, the invoice price of the goods being 
$75.00 The railroad, however, when called on, was unable to 
make delivery, the goods, it seems, having been stolen, and 
they agreed to settle the claim based on the market price at 
the time they claimed the shipment arrived. The shipment was, 
however, badly delayed. Consignee asked for settlement on 
basis of the invoice price plus the freight. He, however, did 
accept the voucher under protest and affidavit has been made 
to this effect, and we are wondering what chance he has to 
recover the difference. 

Answer: Ordinarily, where there is nothing more than a 
simple payment, the acceptance of a less sum of money in 
satisfaction of a greater amount will not be sufficient to sustain 
a plea of accord and satisfaction, but where the creditor, in 
order to avoid suit on an account, the result of which he is 
doubtful, agrees to receive any sum in full satisfaction of the 
amount claimed to be due on the account and the debtor pays 
the sum agreed upon, such agreement of payment will com- 
pletely discharge the debtor from liability. In other words; a 
receipt in full operates as a release, especially if the amount 
of the debt is doubtful at the time of the receipt, or where 
the creditor was mistaken regarding the amount due, or failed 
to exercise sufficient precaution to ascertain the amount due. 
Therefore, if the circumstances surrounding the settlement of 
your claim were such as not to amount to an accord and satis- 
faction, it may be reopened and settled upon the proper basis. 


Conversion—Ratification by Shipper 

Washington.—Question: We would like to have your views 
on the following question: 

We recently made a shipment to one of our customers, 
and upon arrival at destination the shipment was refused. How- 
ever, the consignee gave the railroad agent verbal permission, 
without our knowledge, to deliver this shipment to another firm 
in the same town and business as the consignee. The firm to 
whom the shipment was delivered notified us that they had 
received the merchandise and requested us to forward invoice. 
In the meantime circumstances have developed whereby we are 
unable to collect the amount of the invoice from the firm to 
which the merchandise was delivered. 

The question on which we would like to have your opinion 
is whether we can hold the railroad at destination responsible 


The Traffic World 





Vol. LVI, No. » 





























































for the amount of the invoice covering the merchandise ey, 
tained in this shipment because of their delivering the shipmey 
to someone other than the consignee thereof? Should not th 
agent of the railroad at destination have notified the consigno 
that the shipment was refused by the consignee and have agkay 
for disposition? 

Answer: Where the consignee fails or refuses to recejy, 
*the goods shipped, it is the duty of the carrier to store th 
goods either in its warehouse or in the warehouse of some pm 
sponsible party and to hold the goods subject to the order 
the consignor for a reasonable time. Frank vs. Grand Trunk 
etc., R. Co., 57 Mo. A, 181; Terminal vs. R. Co., 162 N. Y.§ 
911. It has no right to abandon the goods to destruction y 
unnecessarily to expose them to loss or damage, nor to conver 
the freight to its own use or to dispose of it contrary to lay. 
R. Co. vs. Altman, 196 S. W. 122. 

In addition to warehousing the goods, the carrier igs ¢. 
dinarily charged with the duty of notifying the consignor of 
the consignee’s failure or refusal to accept the goods, although 
according to some cases, such notice is necessary only wher 
it would be a failure to exercise due care in the protection of 
the goods not to give it. Manufacturing Co. vs. R. Company, 
162 N. Y. S. 549; Button Co. vs. Barrett, 171 N. Y. S. 32§: 
Markowitz vs. R. Company, 172 N. Y. S. 2338. 

Not every wrongful act on the part of the common carrie 
authorizes an action against it for conversion. It is only the 
wrongful exercise of dominion over another’s property that 
constitutes conversion. To constitute a conversion, however, 
it is not necessary that the carrier should have applied the 
property to its own use, or that it should have derived any 
benefit therefrom, it being sufficient that it has dealt with the 
property as if it were its own and in defiance of the owner’ 
legal right. 

An unauthorized delivery may be ratified by the party ep 
titled to delivery of the goods; and where such delivery is 
ratified with a full knowledge of the facts the carrier is thereby 
exempted from further liability. But, in order to release the 
carrier from liability for wrongful delivery on the ground of 
ratification, it must plainly appear that the ratification was 
intended, with full knowledge of all material facts. What con- 
stitutes a ratification depends upon the facts of each particular 
case and may be shown by express words or implied from 
words, acts, or silence. The burden of showing ratification rests 
on the carrier. If the facts relating to ratification are in dispute 
or if reasonable minds might draw different conclusions from 
the facts, the question of ratification is for a jury. H. H. Stanch- 
field Warehouse Co. vs. Central R. Co., 136 Pac. 34; Lake Shore, 
etc., R. Co. vs. McIntyre, 108 N. E. 978. 

The owner will not waive his rights as against the carrier 
by attempting to secure the value of the goods from the per 
son to whom they have been wrongfully delivered. McSwegan 
vs. Pa. R. Co., 40 N. Y. S. 51; Arrington vs. Wilmington, etc. 
R. Co., 72 Am. D. 559; Atlantic Coast Line R. Co. vs. Dahlburg 
Groc. Co., 54 So. 168; Kewanee Private Utilities Co. vs. Nor 
folk-Southern Ry. Co., 88 S. E. 95; Johnson vs. R. Co., 116 N. £. 
1054; Kommel vs. Transportation Co., 165 Atf: 253. 


Freight Charges—Application of Section 7 of the Bill of Lading 
to Prepaid Shipments 


Michigan.—Question: What is the liability of a consignor 
on a prepaid shipment to a non-agency station, section 7 of the 
bill of lading having been signed? 

Answer: Section 7 of the bills of lading act relieves 4 
consignor of liability for charges either in full or in part, where 
the stipulation on the face of the bill of lading is signed by 
the shipper. In our opinion, however, it does not apply to pre 
paid shipments, for the reason that its context indicates that 
it relates to collect shipments and not to prepaid shipments. 

While the consignee may, by reason of his acceptance of 
the goods, be held liable, independently of the liability of the 
consignor, for an underchange, it does not seem to us thal 
where the consignor had undertaken to pay the freight charges, 
either voluntarily or upon demand by the carrier, section 7 has 
the effect of releasing the consignor from liability for an under 
charge. 

The pertinent portion of section 7 of the bill of lading reads 
as follows: 


The consignor shall be liable for the freight and all other lawful 
charges, except that if the consignor stipulated, by signature, I? 
the space provided for that purpose on the face of the bill of ladins. 
that the carrier shall not make delivery without requiring payment 
of such charges, and the carrier, contrary to such stipulation, shall 
make delivery without requiring such payment, the consignor shall 
not be liable for such charges. 


As you will observe from the portion of section 7 of the 
bill of lading quoted above, the last phrase of the quotation 
reading, ‘the consignor shall not be liable for such charges, 
relates to a delivery of a shipment by the carrier contrary to 













a a ee ae ae 





No. » 


Se COL 
1pMep} 
NOt the 
DSignor 
le aske; 


receive 
Ore the 
ome re 
rder of 
Trunk, 
. Wg 
tion or 
Convert 
to law, 


is Or: 
shor of 
though, 
where 
tion of 
mpany, 
3. 326: 


Carrier 
ily the 
y that 
wever, 
ed the 
d any 
th the 
wner's 


‘ty en: 
ery is 
1ereby 
se the 
ind of 
1 was 
t con- 
icular 
from 
rests 
ispute 
from 
fanch- 
shore, 


arrier 
» per: 
vegan 

etc., 
burg 

Nor: 
N. E. 


ading 


ignor 
f the 


es a 
here 
d by 
pre- 
that 
ents. 
e of 
the 
that 
"ZeS, 
has 
der- 


ads 


wful 
, in 
jing. 
nent 
hall 
hall 


the 
‘jon 
2g,” 
to 









November 30, 1935 


the shipper’s stipulation that delivery is not to be made with- 
out requiring payment of charges. If the freight charges have 
been prepaid in full, the signing of this stipulation would be 
of no force and effect. To hold that the stipulation relates to 
an undercharge where the freight charges have been prepaid, 
as well as to shipments delivered collect, seems to us to be a 
strained construction thereof. 
Limitation of Actions—Loss, Damage or Delay—Overcharges 

New York.—Question: In the case of a damage claim, is 
it necessary to file the claim with the Interstate Commerce 
Commission within two years from the date of delivery, in 
order to stay the statute? 

If so, is it sufficient merely to send the Interstate Com- 
merce Commission a copy of the claim without supporting 
yapers ? 
ei Assuming that this filing is necessary, does this stay the 
statute indefinitely pending payment or refusal of payment 
by the carrier of the claim 

We ask this question for the reason that section 16 of the 
act, paragraph (2b), provides this two-year limitation. On the 
other hand, section 20, of paragraph 11, having to do partic- 
ularly with damage claims, does not make such a provision. 

We would also like to know if the three-year limitation 
for filing suits as provided in section 20 runs from the refusal 
of the claim or from the date of delivery. Section 20 is not 
clear on this point. 

Answer: The provisions of paragraph (b) of section 2 of 
the Uniform Bill of Lading Contract Terms and Conditions 
govern with respect to claims for loss, damage, or delay to 
goods. Under the provisions thereof a claim must be filed in 
writing within nine months after delivery of the property or, 
in case of failure to make delivery, within nine months after a 
reasonable time for delivery has elapsed, and suit must be 
instituted within two years and one day from the date when 
notice in writing is given by the carrier to the claimant that 
the carrier has disallowed the claim or any part or parts thereof 
specified in the notice. 

The provisions of the bill of lading are in accord with the 
provisions of paragraph 11, of section 20 of the act, which 
provides that it shall be unlawful for any receiving or deliver- 
ing common carrier to provide by rule, contract, regulation or 
otherwise a shorter period for the filing of claims than nine 
months and for the institution of suits than two years, such 
period for the institution of suits to be computed from the date 
when notice in writing is given by the carrier to the claimant 
that the carrier has disallowed the claim or any part or parts 
thereof specified in the notice. 

The provisions of section 16 of the act, paragraph 3 thereof, 
relate to claims for damage, including overcharges, based on a 
violation of the interstate commerce act. Under the provisions 
thereof all complaints for the recovery of damages not based 
on an overcharge must be filed with the Commission within 
two years from the time the cause of action accrues, while for 
the recovery of overcharges, an action at law must be begun 
or complaint filed with the Commission within three years from 
the date the cause of action accrues, except that if claim for the 
overcharge has been presented in writing to the carrier within 
the three-year period of limitation, said period shall be extended 
to include six months from the date notice in writing is given 
by the carrier of the disallowance of the claim or any part or 
parts thereof specified in the notice. 

A further provision is carried in subdivision (d) of para- 
graph 3, of section 16 of the act, to the effect that if on or 
before the expiration of the two-year or the three-year period 
of limitation, the carrier begins an action for the recovery of 
charges: in respect of the same transportation service, or with- 
out beginning action collects charges in respect of that service, 
such period of limitation shall be extended to include 90 days 
from the time such action is begun or such charges are col- 
lected by the carrier. The cause of action is deemed to accrue 
ed delivery or tender of delivery of the shipment by the 
varrier. 


Limitation of Actions—Recovery of Overcharge Refunded After 
Expiration of Limitation Period 


Florida.—Question: The following question as to payment 
of overcharge claims, presented after the three-year period of 
limitation has expired, on interstate shipments, has always been 
more or less confusing to the writer. 
shi Recently, in making up an overcharge claim, including three 
ro of a similar commodity, one of the shipments having 
dal “a Pega more than three years prior to the filing of the 
- a , the other two moving less than three years prior to filing 
ion —_ It develops that this claim was paid without excep- 
= nl an the carrier discovers that the first shipment having 
th more than three years before the claim was filed and 

ey A say the same should not have been paid. 
ons o the carrier collected an illegal rate in the beginning, 
ch was rectified to a legal basis when the overcharge was 
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refunded. If the carrier now proceeds to collect the money 
back to the illegal basis, will the statutes allow them to do 
this? Is there not some way they can avoid collecting back the 
money? 

Will appreciate your views on the subject, also any deci- 
sions that you might be able to cite on this subject. 

Answer: The Commission has construed the effect on the 
decision in Kansas City Southern Railway Co. vs. Wolf, 261 
U. S. 133, 43 S. Ct. 269, together with paragraph 3, section 16, 
of the Interstate Commerce Act, as prohibiting common carriers 
subject to the act from paying subsequent to the three-year 
period of limitation contained in that paragraph, claims for 
overcharge presented to the carrier by shippers within or sub- 
sequent to the said three-year period of limitation, unless within 
said three-year period the claims have been presented to the 
Commission or to a court of competent jurisdiction. Therefore, 
based on the facts stated in your letter, it appears that the 
carriers unlawfully paid your claim in that more than three 
years had elapsed between the date of the delivery of the ship- 
ment and the payment of the claim, assuming, of course, that 
the claim had not been presented to the Commission during the 
three-year period following the delivery of the shipment. 

The only cases in any way relating to this question of which 
we are aware, are the decisions in T. M. Partridge Lumber Co. 
vs, Michigan Central R. Co., 26 Fed. (2d) 615; G. H. & S. A. 
vs. Lykes Brothers, 294 Fed. 968, Wight vs. Zamurray, 91 So. 
301; V. S. & P. Ry. Co. vs. Paup, 47 Fed. (2d) 1069. 

In the first case it was held that where a carrier had, in 
paying a claim for overcharge, refunded more than the amount 
which was justly due the shipper, an action by the carrier for 
the recovery of this amount is not an action for the recovery 
of charges, but that such an action is one on implied contract 
to refund money paid through error; that it is not a suit or 
proceeding arising under any law regulating commerce or with- 
in any other class of suits of which the federal district courts 
have original jurisdiction. The court, in other words, held that 
the action was not subject to the limitation period of para- 
graph 3 of section 16 of the act, but to the limitation period 
which would govern were a suit brought in a state court. 

Assuming that the consignee in the instant case, is not 
justified in retaining the amount which he received from the 
carrier, it is our opinion that the decision in the Partridge 
Lumber case, which we have just described, is in point. 

In Wight vs. Zemurray, 91 So. 301, an opposite conclusion 
was reached, it being held that a railroad’s action against a 
shipper to recover a rebate erroneously allowed as the cost of 
loading is an action for the recovery of erroneous freight 
charges. 

In V. S. & P. Ry. Co. vs. Paul, 47 Fed. (2d) 1069, it is held 
that the action of the railway against the shipper for local in- 
bound charges erroneously refunded is governed by federal 
three-year statute of limitation. 

We can locate no cases dealing with the question of the 
right of a carrier to recover an amount paid to the consignee 
as an overcharge after the period of limitation within which 
suit could be brought by the shipper therefor, has expired. 


A. R. D. A. MEETING 


The American Railway Development Association will meet 
at Chicago December 5 and 6. Robert S. Henry, assistant to 
the president, Association of American Railroads, will speak 
on “Transportation Costs and Public Policies” at a luncheon 
the first day of the meeting. Other speakers on the program 
include: Carl B. Fritsche, Fram Chemurgic Council, ‘Raising 
Factory Crops for American Industry”; R. C. Ashby, professor, 
University of Illinois, “Some Live Stock Marketing Problems 
of Today”; E. N. Wentworth, Armour and Company, “Prob- 
lems of Live Stock Improvement”; Frank Ridgeway, agricul- 
tural editor, Chicago Tribune, “Resume of Results on the Trib- 
une Farm,” and R. G. Buford, assistant manager of industrial 
development, M.-K.-T., “The Texas Centennial of 1936.” 


RAIL WAGE STATISTICS 

Class I railways, excluding switching and terminal com- 
panies, according to the Commission’s Bureau of Statistics, re- 
ported a total of 1,008,606 employes as of the middle of Sep- 
tember, 1935. This was 9,735, or 0.96 per cent, fewer than the 
number reported for September, 1934. Total compensation re- 
ceived by them in that month was $136,971,315. The total num- 
ber of hours paid for was 0.70 per cent greater and the total 
compensation 8.24 per cent greater in September, 1935, than 
in September, 1934. The bureau said that reflected the existence 
of a higher basis of wages in 1935 than in 1934. It added that 
a comparison of the number of employes who received pay in 
the month with the total hours paid for, showed an increase from 
172 hours an employe in September, 1934, to 176 in September, 
1935, or 2.33 per cent. In the case of machinists, the bureau 
said, there was an increase from 154 to 158 hours, or 2.60 per 
cent. 
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Doings of the Traffic Clubs 


T. J. Donovan, who was elected president of the Norfolk- 
Portsmouth Traffic Club at the annual meeting November 21, 
entered the employ of the American- 
Hawaiian Steamship Company in 1911. 
He has been continuously with that 
company since, except during the 
world war. In 1930 he was made 
assistant district manager at Boston 
and in 1932 district manager for the 
American-Hawaiian company and the 
Williams Line at Norfolk. Other of- 
ficers elected at the meeting were: 
First vice-president, J. H. Baker; 
second vice-president, C. E. Muller; 
secretary, G. A. Chapman; treasurer, 
L. H. Rives; members of the board 
of governors, L. G. Hogshire and J. M. 
White. In his annual report, made 
at the meeting, Mr. White, retiring 
president, said the membership of the 
club had risen from 129 at the beginning of the year to 180 on 
the night of the meeting. The financial position of the club 
was also much stronger, he said. 





The traffic discussion group of the Junior Traffic Club of 
Chicago held a session, November 26, at the Palmer House. 
Subjects for discussion were transit privileges, diversion and 
reconsignment and demurrage and storage rules and charges. 
The next session of the group will be held at the Palmer House 
December 10. Subjects for discussion will be selected from 
actual problems submitted by members. William Noorlag, Jr., 
traffic assistant, Chicago Association of Commerce, is chair- 
man of the educational committee in charge. 





George C. Manning, assistant vice-president of the Erie 
Railroad, with supervision over the traffic department in New 
York and eastern territory, was elected 
president of the Traffic Club of New 
York at the annual meeting and in- 
formal dinner November 26 at the Ho- 
tel Commodore. Other officers elected 
were: first vice-president, George C. 
Lucas; second vice-president, J. H. Con- 
don; secretary, R. H. Goebel; treas- 
urer, Dabney T. Waring; board of gov- 
ernors, C. A. Waltz, L. Z. Whitbeck, 
and J. E. Whitney. Mr. Manning was 
born in Lockport, New York, and be- 
gan his railroad career as a clerk in 
the freight office of the Erie Railroad 
there in 1889. Promotions followed in 
rapid order and, in 1904, when he was 
chief clerk and agent for the company 
at Lockport, he was transferred to Buf- 
falo as contracting freight agent. Three years later he went to 
New York as traveling freight agent. From 1909 to 1913 he 
was division freight agent of the New York, Delaware, and 
Wyoming divisions of the Erie, from which position he ad- 
vanced to division freight agent of the Susquehanna, Jefferson, 
and Tioga divisions and then to general agent at Youngstown, 
O., in 1916. In 1918 he became assistant general freight agent 
and later went to Chicago as assistant general freight agent 
of the lines west. He was appointed freight traffic manager for 
the Erie in 1925, with headquarters in New York, and remained 


rere capacity until his appointment as assistant vice-president 





o. Fitzgerald Hall, president, N. C. and St. L., will speak at 
the i dinner of the Transportation Club of Louisville at 
Le prown Hotel December 11. William A. Stoll, president, 

SVille Board of Trade, will be toastmaster. The annual 


. and election of officers of the club will be held Decem- 





spoke”, Rev. T. F. Rutledge Beale, pastor, Peoples Church, 

lunch on “Some Mental Readjustments in a New World,” at a 

H fon meeting of the Transportation Club of St. Paul at the 
otel Lowry November 26. 





™ nae, annual dinner of the Traffic Club of Pittsburgh will 
at the William Penn Hotel March 5, 1936. W. W. Brown 
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is chairman and H. M. Daschbach vice-chairman of the dinner 
committee. W. F. Morris, Jr., is chairman of the speakers’ 
committee. Speakers have not as yet been selected. 





The Traffic Club of Jacksonville, Fla., will hold its annual 
Christmas dinner dance at the Mayflower Hotel December 14. 
The affair is in the hands of the club’s entertainment com- 
mittee, of which L. J. Lane is chairman. 





Andrew J. Garibaldi, new president of the Memphis Traffic 
Club, was born in Memphis 43 years 
ago. His first transportation experi- 
ence was with the St. Louis-San Fran- 
cisco railroad. Later he went with the 
Illinois Central, serving in the Mem- 
phis freight office of that line. Later 
he became a traveling salesman for 
the Pittsburgh Steel Company and 
then, after some time spent in running 
his own mercantile business, he began 
service with the Pennsylvania railroad. 
He is at present traveling freight and 
passenger agent for that line. He has 
served the Memphis Club as a member 
of its board of directors and as vice- 
president. 








A. H. Greenly, chairman, Official Classification Committee, 
New York, was the speaker at a meeting of the forum of the 
Motor City Traffic Club of Detroit at the General Motors Build- 
ing November 28. The railroad classification was the subject 
for discussion, Election of officers of the club will be held at 
the Detroit Leland Hotel December 16. 


The Traffic Club of Kansas City held a Thanksgiving 
luncheon meeting ‘at the Hotel Kansas Citian November 25. 
There was a program of entertainment. The annual meeting 
and election of officers of the club will be held at the Hotel 
Kansas Citian December 9, and a dinner dance will be held 
at the same hotel December 14. 








John W. Harry, Jr., traffic manager for the Topeka, Kansas, 
plant of John Morrell and Company, meat packers, the new 
president of the Topeka Traf- 
fic Club, served as vice-presi- 
dent for the last year and was 
a charter member of this or- 


ganization. He was born in 
Ottumwa, Iowa, in 1902 and 
began his education in the 


public schools there. After 
graduation from the Ottumwa 
High School, he attended Par- 
sons College in Fairfield, Iowa. 
His first “steady job” was in 
the home offices of John Mor- 
rell and Company at Ottumwa, 
where he spent thirteen years 
in the traffic department, un- 
der the supervision of Harry 
W. Davis, general traffic man- 
ager for the Morrell packing 
firm. To this experience was 
added a correspondence course 
in traffic management. In 
April, 1933, he was transferred to the Topeka plant as assistant 
traffic manager. A few months later he was promoted to his 
present position. He is an active member of the Topeka Junior 
Chamber of Commerce, serving as chairman of several com- 
mittees, He is also a member of the Hi-12 Club. 





The meeting of the Women’s Traffic and Transportation 
Club of Baltimore, to be held at the Emerson Hotel December 
11, has been designated employers’ night and the members 
have been asked to bring their employers. The speaker will 
be John J. Cornwell, general counsel, Baltimore and Ohio, 
former governor of West Virginia. The club’s study group 
will meet at the Emerson Hotel December 17. The subject for 
discussion will be “Freight from the Standpoint of the Motor 
Truck.” 





The Traffic Club of Brooklyn, N. Y., has applied for mem- 
bership in the Associated Traffic Clubs of America. 





Don Hunter, vice-president, Universal Carloading and Dis- 
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tributing Company, Philadelphia, will speak on “Car Forward- 
ing Companies and Their Place in the Transportation Field” 
at a dinner meeting of the Traffic Club of the Rochester, N. Y., 
Chamber of Commerce December 3. 


The annual dinner of the Traffic Club of Minneapolis will 
be held at the Nicollet Hotel December 5. Tom Berry, gov- 
ernor of South Dakota, philosopher and humorist, hailed by some 
as the successor of Will Rogers, will be the speaker. 


The Central Ohio Traffic Club will hold its annual dinner 
dance at the Mansfield-Leland Hotel, Mansfield, Ohio, December 5. 
H..S. Snow, vice-president, American Zinc, Lead and Smelting 
Company, St. Louis, president of the Associated Traffic Clubs of 
America, will be the speaker and guest of honor. 


The educational committee of the Oakland, Cal., Traffic 
Club is sponsoring two evening transportation courses at the 
Merritt Business School. The elementary class meets Monday 
and Wednesday evenings, the advanced class Tuesday and 
Thursday evenings. Frank M. Chandler, traffic manager, Cer- 
tain-Teed Products Corporation, and Charles C. Miller, manager, 
claim department, Montgomery Ward and Company, are in- 
structors in the advanced class; D. T. Costello, chief clerk, West- 
ern Pacific, and T. Wadsworth, traffic department, Western Pa- 
cific, are instructors in the elementary class. Enrollment for 
the two courses totals 82. 


The Traffic Club of Cleveland will hold a dinner dance at the 
Hotel Statler December 7. 


The annual meeting and election of officers of the Transpor- 
tation Club of Decatur, Ill., will be held at the Hotel Orlando 
December 10. The following have been placed in nomination: 
For president, V. R. March, A. E. Staley Manufacturing Com- 
pany; for first vice-president, W. M. Smothers, district freight 
agent, Baltimore and Ohio; for second vice-president, F. A. 
Walker, traffic manager, Decatur Milling Company; for third 
vice-president, F. L. Dennis, general agent, Illinois Terminal 
Railroad; for secretary, A. S. Crabb, assistant traffic manager, 
A. E. Staley Manufacturing Company; for assistant secretary, 
V. W. McGuire, agent, Railway Express Agency; for treasurer, 
H. L. Kline, assistant cashier, Citizens’ National Bank; for 
publicity agent, S. F. Coay, traffic manager, Leader Iron Works, 
Inc. 


Michael S. Sheridan, judge of the county court, will speak 
on “Our Courts and Old Age Pensions” at a luncheon meeting of 
the Milwaukee Traffic Club at the Wisconson Hotel December 9. 
The affair is under the direction of the club’s educational com- 
mittee, of which F. J. Mooney is chairman. 


The Traffic Club of Wichita, Kan., will hold a dinner meet- 
ing at the Stock Yards Hotel December 12. Dan Smith, presi- 
dent, Wichita Union Stock Yards, will be host. W. M. Jardine, 
president, Wichita University, will be the speaker. The club 
will vote on the ratification of the resolution opposing the Wag- 
ner bill adopted at the Indianapolis meeting of the Associated 
Traffic Clubs of America. 


The Association of Railroad and Steamboat Agents of Bos- 
ton will hold a ladies’ night and Christmas frolic at the Parker 
House December 9. Dinner will be served and there will be 
dancing and gifts for the ladies. 


The Traffic Club of Chicago, at a called business meeting 
in connection with a pre-Thanksgiving turkey luncheon Nov. 27, 
ratified the Associated Traffic Club resolutions against govern- 
ment ownership and opposing the Wagner bill. It also amended 
its by-laws by providing that anyone who has been a member 
of the club for not less than twenty years or who has rendered 
distinguished service to the club, may, in the discretion of 
the board of governors, be elected to honorary life membership, 
entitling him to all the privileges of the club, except voting, 
without payment of dues. Those present stood for a moment 
in silent tribute to Frank E. Wertz, president of the Taft Con- 
tracting Co., Inc., whose funeral was held that afternoon. 


More than 800 were at table at the second annual joint 
banquet of the Reading, Pa., Traffic Club and the Reading Cham- 
ber of Commerce at the Abraham Lincoln Hotel November 26. 
It was characterized by many as the outstanding event of 
its kind ever held in Reading. John R. Bingaman, president, 
Bingaman Motor Express, was toastmaster. R. V. Fletcher, 
vice-president amd general counsel, Association of American 
Railroads, spoke on “Transportation of the Future,” and John 
L. Rogers, director, division of motor carriers, Interstate Com- 
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merce Commission, spoke on “The Motor Carrier Act.” (S% 
elsewhere for these addresses.) Brief addresses were made }y 
Heber Ermantrout, mayor of Reading; Charles Ritter, presidey 
of the traffic club, and Isaac Tyson, president of the chambe 
of commerce. Guests included officials of the Pennsylvanj, 
Railroad, the Reading, the Railway Express Agency, and State 
.and federal legislators. 


An educational program is under consideration by the 
Women’s Traffic Club of Greater New York and a questionnaire 
has been sent out to members by Anne McGowan, chairman of 
the educational committee, asking views on alternative plans 
The first is for an organized study of traffic management unde 
the direction of Geraldine Kaye of the Academy of Advanced 
Traffic, a member of the club, to cover a period of six months 
with classes two or three times a month. The second play 
calls for a course of study similar to that recommended by the 
committee on education and research of the Associated Traffic 
Clubs of America, but adapted to meet the particular needs 
of the club. Both courses will be made available to the men. 
bers free of charge if sufficient interest is shown, Miss McGowan 
stated. ; 


The South Bend, Ind., Transportation Club has elected the 
following officers: President, Ray A. Shook, F. and S. Transit 
Company; first vice-president, E. H. White, traffic manager, 
Oliver Farm Equipment Company; second vice-president, G. 0. 
Hultgren, district freight agent, Pennsylvania Railroad; secre. 
tary-treasurer, A. R. Corson, agent, Acme Fast Freight Line. 


At a meeting of the Capital District Traffic Association, 
November 19, at the Troy Club, Troy, N. Y., the following of. 
ficers were elected: President, John J. Bryan, canal agent, New 
York State Bureau of Canals; first vice-president, H. F. Alvin, 
traffic manager, Montgomery Ward and Company; second vice 
president, E. J. Vanderloo, traffic freight agent, Erie Railroad; 
third vice-president, J. F. McNulty, produce broker; secretary, 
N. M. Schmidt, chief clerk, D. L. and W.; treasurer, C. L. Fer. 
guson, traffic manager, Eastern Tablet Company; members of 
the board of governors, C. L. Ludwig, traffic manager, G. L. Ff. 
Corporaton; R. H. Stevens, traveling freight agent, M.-K.-T.; 
R. J. Morgan, manager, Kulp Lines. 

The following traffic clubs have ratified the _ resolution 
opposing the Wagner bill adopted at the recent Indianapolis 
meeting of the Associated Traffic Clubs of America: Traffic 
Club of Bartlesville, Okla.; Women’s Traffic Club of Metropoli- 
tan St. Louis; Traffic Club of Wilmington, Del.; Transporta- 
tion Club of Terre Haute, Ind.; Capital District Traffic Asso- 
ciation, Albany, N. Y.; Elmira, N. Y., Traffic Club; Traffic Club 
of Galveston, Texas. 


Ernest O. Thompson, member of the Texas Railroad Com 
mission, will be the speaker at a luncheon meeting of the 
Traffic Club of Fort Worth at the Texas Hetel December 2. A 
group of musicians from Texas Weslyan College will furnish 
entertainment. Included in the business of the meeting is the 
appointment of a nominating committee. Election of officers 
will take place at the December 16 meeting. 


NEW JERSEY TRAFFIC LEAGUE 


Officers and directors were elected at the fifteenth annual 
meeting of the New Jersey Industrial Traffic League Nov. 26 at 


Newark, as follows: S. V. Rettino, president; Walter W. Wel 
ler, vice-president; Charles J. Fagg, treasurer; John W. Gilius 
and Harold L. Francis, members of the executive committee. 

The matter of motor truck classification and rates for the 
movement of goods in interstate commerce, involving the basis 
for their establishment as contemplated by the motor carrier att, 
was referred to a committee for study and recommendations. 

The following committee chairmen were appointed: Air 
Transportation, Arthur N. Granzen; Auditing, A. R. Miller; Bill 
of Lading, J. W. McDavit; Classification, D. J. Holmes; Dal 
gerous Articles, E. L. Scully; Demurrage, B. H. Clark; Drayaégé, 
B. F. Flynn; Entertainment, E. H. Kurowsky; Export and Im 
port, J. L. McFadden; Express and Parcel Post, J. M. Epplet: 
Legislative, Charles J. Fagg; Loss and Damabe, J. A. Ready: 
Membership, E. Cislo; Publicity, D. J. Crecca; Rates, M. P. 
Bauman; Welfare, P. C. Goelzer. To William W. Pierce, T 
tiring president, was presented a gift on behalf of the met 
bership by Walter W. Weller, in appreciation of his services. 


REPRESENTATION OF EMPLOYES 
On the basis of a close vote, the National Mediation Board 
has certified that the Brotherhood of Railway and Steamship 
Clerks, Freight Handlers and Station Employes has been desi 
nated to represent clerical and office employes, including tele: 









No. ¥ 





ade by 
esiden; 
hamber 
BY lvania 
nd State 







by the 
lOnnaire 
rman of 
> plans, 
t under 
vanced 
months 
id plan 
by the 
Traffic 


cGowan 


ted the 
Transit 
anager, 
, © 

secre. 
t Line. 


ciation, 
‘ing of- 
it, New 
Alvin, 
d vice. 
ilroad; 


olution 
napolis 
Traffic 
‘ropoli- 
sporta- 

Asso- 
c Club 


| Com: 
of the 


ee einen The Trails Perkl 


7 (See 









PAGE 955 


LARGE CLEARANCES 


WESTERN MARYLAND RY. 


ARE APPRECIATED BY SHIPPERS OF 
HEAVY MACHINERY AND 
BULKY ARTICLES 


The Western Maryland Railway recently partici- 
pated in the haul of a piece of electrical machinery 
weighing 369,300 Ibs. and the gross weight of the 
loaded car was 473,900 lbs. The apparatus boxed, 
measured 16 ft. 10 in. high from the rail, and 12 
ft. 5% in. wide at the widest point. It was carried 
on a 16-wheel car. The shipment moved over the 
Western Maryland from Hagerstown to Baltimore. 


Betwee 
CONNELLSVILLE, PA. AND BALTIMORE, MD. 


WESTERN MARYLAND RAILWAY CO. 


Short Line from the West to Tidewater 


GENERAL OFFICES, BALTIMORE, MD. 
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phone operators; station, yard and storehouse employes other 
than clerks, including foremen who do not exercise supervision 
through sub-foremen, of the Atchison, Topeka & Santa Fe, the Personal Notes 
Gulf, Colorado & Santa Fe and the Panhandle & Santa Fe. 
The board said the “total results” of the election held to 
determine the representation of these employes were: Number 
of employes eligible to vote, 6.016; number of voting for rep | qward F. Lacey, the new executive secretary of T 
resentation by the Brotherhood of Railway and Steamship ational Industrial Traffic League, hag been with the saline 
Clerks, Freight Handlers, Express and Station Employes, 2,854; as assistant secretary and assistant 
number voting for representation by the Association of Cler- treasurer since January 15, 1916. Prior 
ical Employes (A. T. & S. F. Railway System), 2,793. to his connection with the League he 
The board has certified that labor organizations operating was associated with the Chicago Asso. 
through the Railway Employes’ Department of the American ciation of Commerce from January 15 
Federation of Labor have been designated to represent shop- 1913, to January 15, 1916, as private 
craft employes of the Nashville, Chattanooga & St. Louis and secretary and assistant to the late H.¢ 
that the Brotherhood of Railroad Shop Crafts of America has Barlow, director of traffic. He was 
been designated to represent carmen (including coach clean- born at Downers Grove, Illinois. He 
ers), their helpers and apprentices, and shop watchmen, em- started his business career in the gep. 
ployes of the same carrier. eral office of the Burlington Railroad 
in Chicago as a stenographer and ad. 
vanced through various departments, 
getting an educational foundation in 
traffic and transportation matters from 








ROLLING STOCK ADDITIONS 


Class I railroads of the United States, in the first ten months 
of 1935, installed 4,792 new freight cars, according to reports 
received by the Association of American Railroads. In the same the railroad side. With the exception 
period last year, 21,671 new freight cars were placed in service, of a period of about a year, which was 
and, in the same period two years ago, there were 1,872. spent in industrial work, his experience 

Thirty-one new steam locomotives and 102 new electric has been in railroad or organization work. 
locomotives were placed in service in the first ten months of 








this year. The railroads, in the first ten months of 1934, in- The Great Lakes Transit Corporation has announced the 
stalled 22 new steam locomotives and 16 new electric locomo- following appointments and promotions in its Chicago office: 
tives. I. M. Kiley to be general freight agent; C. I. Hufford to be 


New freight cars on order on November 1 totaled 6,433 com- general agent; M. P. Flynn, to be agent, and E. S. Line and 
pared with 3,080 on the same day in 1934 and 127 on the same _._iB.. F.. Grubbs to be commercial agents. 
day in 1933. Paul A. Walsh has been appointed assistant to the freight 
The railroads on November 1 this year had on order eleven’ traffic manager, Northern Pacific, at St. Paul. A. E. Freeman 
new steam locomotives and three new electric locomotives. has been appointed assistant to the western traffic manager, at 
New steam locomotives on order on November 1, 1934, totaled Seattle, Wash. 
34, and on the same date in 1933, there was one. New electric E. ‘M. Durham, Jr., senior vice-president of the Missouri 
locomotives on order on November 1, 1934, totaled 101. No Pacific, has been appointed chief executive officer of the Chicago, 
reports are available as to the number on order on November’ Rock Island and Pacific, at Chicago. James E. Gorman will re. 


1, 1933. main with the railroad as president and trustee. 
Freight cars and locomotives leased or otherwise acquired A. S. Dodge, superintendent of the Western Weighing and 
are not included in the above figures. Inspection Bureau from 1912 to 1929, and since then assistant 






GREAT NORTHERN RAILWAY 


FAST FREIGHT SERVICE 


@ Between ST. PAUL, MINNEAPOLIS, DULUTH, WINNIPEG, 
PORTLAND, SEATTLE, TACOMA, SPOKANE, KLAMATH 
FALLS, SACRAMENTO, OAKLAND, SAN FRANCISCO, 
VANCOUVER and VICTORIA, B. C., and intermediate points. 


LOW HOLIDAY FARES—NOW 
East and West . . Station-to-Station . . And 
@ Via the AIR-CONDITIONED EMPIRE BUILDER between 


CHICAGO, TWIN CITIES, SPOKANE, SEATTLE, TACOMA, 
PORTLAND, other NORTHWEST CITIES — CALIFORNIA. 


































P. B. Beidelman F. O'Hara A. J. Dickinson H. G. Dow P. H. Burnham C. W. Meldrum B. S. Merritt ' 
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NOTHING FASTER 
. ON RAILS 








Ride the 


The New Super-Speed Train between 
CHICAGO * MILWAUKEE ° ST. PAUL-MINNEAPOLIS 


Brand new and stream-styled from end to end, this sen- 
sation cruises easily at 100 miles per hour and is capable of 
higher speeds with complete comfort for the passengers. 
You’ll enjoy the air-conditioned comfort, the silence 
and riding ease, the delightful meals and the friendly 
atmosphere of the distinctive Tip Top Tap. 


During the first 5% months of operation more than 
100,000 passengers were carried. An all-time record! 


Tip Top Tap-Restaurant Car ¢ Luxury-Lounge Coaches 
Parlor Car Beaver-Tailed Parlor Car 


6% HOURS BETWEEN CHICAGO AND ST. PAUL 
7 HOURS BETWEEN CHICAGO AND MINNEAPOLIS 


GEO. B. HAYNES, Passenger Traffic Manager 
Chicago 


One MILWAUKEE roap 



























KNOW YOUR 
GEOGRAPHY 


If, in your business, you make frequent 
shipments te and from the Orient, it will 
pay you to study your map. You will see 
that Seattle is the nearest United States 
port to the Orient and that shipments sent via 
Seattle therefore reach their destination much 

quicker—saving days and dollars for you. 


An American Mail Line President Liner sails 
from Seattle every alternate Saturday; one 
arrives from the Orient every alternate Tues- 
day, regular as clockwork. 


In addition, a fleet of fast cargo liners augments 
this service with regular frequent sailings to 
Japan, China, Hongkong and the Philippines. 























For information, apply desk No. 6 










Si West Birect. ..ccccccccsccces New York 

1714 Dime Bank Bldg............. Detroit 

110 So. Dearborn St... .cccccccecs Chicago 

Union Trust Bldg. Arcade....... Cleveland 
General Freight Office 

740 Stuart Building................ Seattle 





AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 
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manager of the bureau, died at the home of his son, in Chicag) 
November 26. He was 81 years old. 3 

T. O. Pinaire has been appointed division freight agent fy 
the Baltimore and Ohio at Louisville, Ky. 

Joseph McDevitt, clerk in the car service department g 
the Pennsylvania Railroad, at Philadelphia, was elected Magis. 
trate in the recent municipal elections in that city. The raj. 
voad has given him a leave of absence for the term of his 
magistracy. His colleagues held a farewell party for him x 
which they presented him with a gavel and a traveling bag 

Dana O. Lyle has been appointed valuation engineer for the 
Pennsylvania Railroad at Philadelphia to succeed J. W. Stone 
who retired. 

W. P. Browne, for the last eighteen years associated with 
the chartering departments of various steamship companies jy 
New York, has been appointed manager of the general ship 
chartering and freight brokerage department of the Evans 
Transportation Corporation, New York. 





RATES ON USED BOILER TUBES 


The question involved in docket No. 27136, Mid-West Fors. 
ing Company vs. Alton et al., heard before Examiner Trezise jp 
Chicago November 22, is whether old boiler tubes destined ty 
be made over into fence posts should be assessed the iron and 
steel rate or the scrap rate. Witnesses for the complainant said 
they thought 105 per cent of the scrap rate would be about right, 
but they objected to the iron and steel rate, which they were 
paying, which applied both on new boiler tubes and on the usei 
tubes. The latter, they said, they bought at variosu points ip 
Ohio, Pennsylvania, Michigan, Iowa, Minnesota, Illinois, Wis. 
consin, Indiana, Kentucky, Nebraska, Missouri and West Vir. 
ginia, shipping them to Chicago Heights, Ill., where they were 
redrawn and marketed as fence posts. Because of the Illinois 
origins involved the matter was heard jointly with the Illinois 
Commission’s docket No. 23871, and George H. Shafer, chief, 
section of rates and tariffs, Illinois Commerce Commission, sat 
with Examiner Trezise. 

Defending railroads and intervening manufacturers of fence 
posts said that a boiler tube was a boiler tube, regardless of 
whether it had been used or not. The interveners especially 
characterized the material shipped as, in effect, raw material 
out of which the Mid-West company made fence posts, compar: 
able to the steel sheets used in their factories on which they 
paid the iron and steel rates. Railroad witnesses said the scrap 
iron rates were never intended to apply on iron and steel ar- 
ticles shipped for other than remelting purposes. 


BOXES AND BAGS 


The division of simplified practice of the National Bureau 
of Standards, Department of Commerce, has announced that sin- 
plified practice recommendations R126-31, set-up boxes; R127-31, 
folding boxes; R128-31, corrugated boxes, and R129-31, notion 
and millinery paper bags, have been reaffirmed, without change, 
by the standing committees in charge of these recommendations. 

These recommendations establish recommended stock sizes 
of paper containers used by department and specialty stores in 
packaging merchandise. The simplified lists of containers are 
based on the results of a survey made jointly by the division 
of simplified practice and the committee on simplification and 
standardization of wrapping and packing supplies of the Na 
tional Retail Dry Goods Association. 

General adoption of these four recommendations will result 
in reducing the variety of set-up boxes, from 1,084 sizes and 
types to 194; folding boxes, from 262 to 59; corrugated boxes, 
from 325 to 75; and notion and millinery paper bags, from 188 
to 28, says the bureau. 

Copies of these recommendations may be obtained from the 
Superintendent of Documents, Government Printing Office, Wash- 
ington, D. C., at five cents each. 


UNION PACIFIC PURCHASES 


The Union Pacific Railroad, it is announced, has placed 
orders for 100,000 tons of steel rail and fittings at an approxr 
mate cost of $4,000,000. The orders for rail, all of 131 pounds 
to the yard, amount to 70,000 tons, and fittings and accessories 
total 30,000 tons. Appropriation of approximately $2,000,000 also 
was made for replenishing stocks of miscellaneous materials and 
for ties. 

Other expenditures for a car building program, a portion 
of which is already under way, aggregate a furthér $4,000,000, 
bringing the total expenditures to almost $10,000,000. 

The rail which has been purchased is all of the heaviest 
Union Pacific standard and covers the railroad’s rail replace 
ment program, of about 340 miles, for the next 18 months. 

Lumber and materials to the amount of nearly $2,700,000 
have already been received for the rebuilding of 1,970 box car 
and the installation of auto loading devices in 251 automobile 
cars now being rebuilt. A total of $1,200,000 is also being e* 
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as 
PORT HOUSTON 








—lined with warehouses, immense 
industries, ample wharf and dock facilities. 


87 Steamship lines operate in and out of the 
port, to and from every corner of the globe. 


5 Trunk line systems, with 18 branch lines, 
serve Port Houston, offering swift transporta- 
tion to and from the port, also competitive 
freight rates. 


Because of its wonderful facilities, efficient 
services and logical geographical location, 
the Port of Houston is handling more tonnage 
every year than any other Texas port. 


ARE YOU SEEKING A NEW INDUS- 
TRIAL SITE CLOSER TO THE TRADE? 
LOOKING TOWARD TOMORROW 
INVESTIGATE HOUSTON’S ADVAN- 
TAGES TODAY. 


J. Russell Wait 
Director of the Port 





MooREMACK GULF LINES 


SEMI-WEEKLY SAILINGS 
PHILADELPHIA TO NEW ORLEANS 


WEEKLY SAILINGS 


From BOSTON, BALTIMORE, TAMPA to NEW ORLEANS 

From PHILADELPHIA and BALTIMORE to MOBILE 

From NEW ORLEANS to TAMPA, PHILADELPHIA, 
BALTIMORE, NEW BEDFORD end BOSTON 

From MOBILE to NEW BEDFORD, BOSTON and PHILADELPHIA 

From TAMPA to PHILADELPHIA end BOSTO 

Between NEW ORLEANS, HOUSTON and CORPUS CHRISTI 


MOORE and McCORMACK, Inc., Agents 
NEW YORK, 5 Broedway PHILADELPHIA, Bourse Bidg. 


BALTIMORE, Seaboard Bidg. NEW ORLEANS, Whitney Bank Bidg. 
BOSTON, 75 State TAMPA, 512 E. Lafayette St. 
CHICAGO, 503 ne T, 556 Book 


tte Bids. DETROIT, 556 
BATON ROUGE, 1758 Government St. PITTSBURGH, Oliver 
ST.L change Bidg. R 


1S, Railway Ex : 
MEMPHIS HOUSTON, State Natood oe 


1 Ul Bidg. - 
CORPUS CHRISTI, Nixon ; MOBILE, Merchents 
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Shake Hands with 
NUMBER 9OOO..... 


You'll probably recognize it as one of those 

owerful locomotives that are responsible for 
biesias Union Pacific freight trains through 
on time, regardless of season or weather. 


That’s precisely what it does. A big, strap- 
ping fellow, it was especially built for freight 
service, and just to look at it you know it 
has the reserve power to do the unusual 
when the unusual is necessary. 


This and all other members of the Union 
Pacific family of locomotives are at your 
service, no matter what you ship, how much, 
or when. 


Ship and Travel via Union Pacific 


For service or attention, call on or write to any 
Union Pacific representative, or address 


R. R. MITCHELL, Freight Traffic Manager 
Union Pacific Railroad, Omaha, Nebraska 
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pended for lumber and other materials for rebuilding a further 
500 automobile cars and equipping them with loading devices and 
for rebuilding a total of 377 other box cars. 


STREAMLINE TRAIN RECORD 


Lightweight streamline trains of the Zephyr type have 
covered more than 750,000 miles without injury to passengers, 


according to a statement issued by the Edward G. Budd Manu- * 


facturing Company, maker of those trains. The four Zephyrs 
operated by the C. B. & Q. have totaled 615,124 miles, and 
the Boston and Maine’s Flying Yankee has covered 156, 000 
miles. The first of the *Zephyrs, the one running between Lin- 
coln and Kansas City, the statement says, has so far shown 
an operating and maintenance cost 40 per cent lower than 
the steam train it replaced. 

Sixteen per cent of the Zephyr passengers, representing 
$11,500 in added passenger revenue, the statement added, would, 
in the absence of fast transportation at low rates, have traveled 
by automobile, bus, or airplane. 


MILWAUKEE ROAD HISTORY 


A pamphlet detailing the history of the Chicago, Milwaukee, 
St. Paul & Pacific Railroad, from the incorporation of the Mil- 
waukee & Waukesha Railroad, one of its 200 predecessor and 
subsidiary companies, in 1847 to the present day, has just been 
issued. The pamphlet contains photographs of all of the presi- 
dents of the railroad, other pictures showing the development 
of cars and motive power and a series of state maps. It was 
compiled by F. H. Johnson, executive assistant of the railroad. 


ILLINOIS CENTRAL COACH TRAVEL 


The Illinois Central is interested in the comfort and con- 
venience of those who travel in coaches, says J. V. Lanigan, pas- 


Merchandise Storage 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 


CROOKS TERMINAL WAREHOUSES: 


H = Storage and Distributing of Merchandise of Every Description? : 


Success for You 
—in Traffic Training! 


Slow, painfully-gotten experience going from job to job—while 
the years fly by faster than increases come—is not the best 
way to win the goal you want in the Traffic world! A far bet- 
ter one is thorough, scientific, low-cost training in Traffic Man- 
agement—training collaborated in by 175 of America’s fore- 
most transportation authorities, whose success-methods come 
to you in ‘‘Problem’”’ form that puts you on the Traffic Man- 
ager’s job during training, and qualifies you for such a job 
afterward. Scores of $3,000—$5,000-$7,500 and even higher- 
salaried traffic executives are today in positions earned through 
LaSalle training. Possibly you can do the same .. . if you will. 
Get our free 64-page booklet, ‘‘Opportunities in Traffic Man- 
agement” as the first step toward success for you. No obligation 
—and it may be right in line with your life’s ambitions. Write 
for this book today. 


LA SALLE EXTENSION UNIVERSITY 
DEPT. 1195-TA, CHICAGO, ILL. 


| TRAFFIC MANAGERS 


T. J. MCLAUGHLIN Traffic 
and Other Transportation Agencies. 


TRAFFIC COUNSELOR 
and 
and Statistical Analyses 
Statistical HENRY J. SAUNDERS 
Studies of Costs and Traffic. 
Analyses 644 Transpertation Bidg. Washington, D. C. 


Interstate Commerce and State Commission Cases 
Commerce 
815 Mills Bldg. 
msulting Engineer, Statistical and 
and nalyst. 
Operating 
Accounting and Statistical Matters. 
MITT iiiiiiiiiiiiiiiiiiiiliiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiil 


Rail and Truck Costs 
WASHINGTON, D. C. Specialists 
Accounting A 
Cost Valuation of Railroads 
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senger traffic manager of the railroad, and beginning Decep 
1, three additions to such comfort will be provided. The 

will be the provision, without charge, of pillows; the gag 
serving of meals ranging in price from 25 cents for break, 
to 40 cents for dinner; and the third, a system of ticket, 
lection that will leave the coach passenger undisturbed qy 

the night. 


NEW FRISCO HOUSE ORGAN 


A new tabloid house organ, “Frisco First,” published by t 
St. Louis-San Francisco Railroad, as an aid to its traffic dep 
ment employes, made its first appearance with the Novem} 
issue. It is intended to act as a sales help and to keep 
traffic employes as well as traffic solicitors informed as to hy 
ness developments along the road of the Frisco. The first ny 
ber contains, as typical, a list of coming conventions in 
Frisco area, an article entitled “Facts for the Sales Kit,” and 
number of letters from Frisco shippers and passengers. 


DOCKET OF THE COMMISSION 


December 2—Washington, D. C.—Director Bartel and Examiner King 
24050—A. Johnson, Grand Chief = of Brotherhood of Low. 
motive Engineers, et al. vs. A. C. L. et al. (Adjourned hearing) 


December 2—Washington, D. C.—Direcor Sweet 
Finance No. 10882—Chicago, Milwaukee, St. Paul & Pacific reo 
ganization. 
December 3—Washington, D. C.—Examiner Shanafelt: 
27168—Inland Service Corporation vs. Southern. 


December 3—Chicago, Ill.—Morrison Hotel: 
26712—-Rail and barge joint rates. 


December 4—Washington, D. C.—Argument: 
26472 and sub. 1—Armour & Co. vs. C. B. & Q. et al. 
26107—-Fretz-Moon Tube Co., Inc., vs. B. & S. et al. 
December 4—Washington, D. C.—Examiner H. C. Lawton: 
Fourth Section Application No. 15239—Soap from New England ani 
trunk line territories—Filed by W. S. Curlett. (Further hearing) 


December 4—Port Orford, Ore—Administration Bldg. of the Port Or. 
ford Dock & Terminal Corp—Public Utilities Commission of Ore 


gon: 

Finance No. 10710—Application of Gilbert E. Gable on behalf o 
the Gold Coast Railroad for authority to construct a railroad from 
Leland to Port Orford, Ore. 

December 4—Washington, D. C.—Examiner Prichard: 

* Finance No. 10922—Application of Legh R. Powell and Henry VW. 
Anderson, receivers of Seaboard Air Line for authority to con- 
— a line of railroad in Highland County, Fla. (Further hear- 
ng). 

December 5—Washington, D. C.—Examiner P. R. Naefe: 

Fourth section application No. 14960—Seafoods from New England 
and Canada—Filed by F. Van Ummersen, W. S. Curlett, B. 7. 
Jones, C. W. Galligan and E. B. Boyd. 


December 5—Washington, D. C.—Oral argument: 
22487—William W. Wheelock and W. G. Bierd, as receivers of the 
railways and property of the C. & A. Ry. vs. A. C. & Y. et al. 


aw YW 5—Washington, D. C.—Examiner Shanafelt: 
1. & S. No. 4156—Wire rods westbound to Pacific Coast. 
sew 5—Washington, D. C.—Argument: 
»-&s. 4150—Emergency charges on sand and gravel in the South. 


MthadinBial 6—Washington, D. C.—Oral argument: 

1. & S. 4013 and ist sup.—Vegetable oils to, 
southwest. 
- & S. 4040—Vegetable oils in the south. " 

i & S. 4039 and ist Sup.—Vegetable oils between points in the 
United States. 

1. & S. 4095, 1st and 2nd Sup.—Vegetable oils to, from and within 
southwest. 

14150—Corporation Commission of Oklahoma vs. A. & S. et al. 


December 6—Washington, D. C.—Examiner M. L. Boat: 
Fourth section application No. 14322—Sulphate of ammonia ani 
ammoniacal liquor to south—Filed by W. S. Curlett. 


December 9—Chicago, Ill.—Hotel Sherman—Examiner Worthington: 
26935—. Packing & Provision Co. et al. vs. Alton et al. 
26717—Chicago Livestock Exchange vs. A. & S. et al. 
27149—Chicago Live Stock Exchange vs. Alton et al. 
27018—Belt R. R. & Stock Yards Co. et al. vs. Alton et al. 
27216—Louisville Live Stock Exchange et al. vs. Alton et al. 

* 27228—Nashville Live Stock Exchange et al. vs. Alton et al. 
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